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ANNUAL  MEETING 


At  an  Annual  Meeting  of  the  Stockholders  of  the  “Pennsyl- 
vania Hail  Road  Company,”  held  on  Monday,  February  2d,  1852, 
Hon.  Charles  Gilpin  was  called  to  the  chair,  and  Samuel  Elkin 
appointed  Secretary. 

Col.  William  C.  Patterson,  President  of  the  Company,  presented 
and  read  to  the  meeting  the  Annual  Report  of  the  Board  of  Directors. 
Mr.  Patterson  also  read  a statement  in  reply  to  one  published  in 
the  morning  papers,  and  signed  by  the  Chief  Engineer  of  the  Com- 
pany, in  reference  to  the  policy  of  the  Company. 

J.  R.  Tyson,  Esq.,  addressed  the  meeting  on  the  subjects  referred 
to  in  the  Annual  Report,  and  the  unofficial  papers  read  to  the 
Stockholders,  and  moved  that  said  report  and  the  papers  read  by 
William  C.  Patterson,  he  referred  to  a Committee  of  five,  for  the 
purpose  of  reporting  upon  them  at  an  adjourned  meeting,  to  he 
held  on  the  first  Monday  in  March. 

Mr.- Tyson’s  resolution  was  adopted. 

Joseph  R.  Ingersoll,  Esq.,  then  addressed  the  meeting,  referred  to 
several  resolutions  of  former  meetings,  and  submitted  the  following 
resolution : 

“ Resolved , That  the  several  resolutions  of  the  Board  of  Direc- 
tors, passed  the  4th  September,  1851,  in  relation  to  the  Ohio  and 
Pennsylvania  Rail  Road  Company,  be  and  the  same  are  hereby 
approved  and  confirmed.” 
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General  Robinson,  President  of  the  Ohio  and  Pennsylvania  Rail 
Road  Company,  urged  the  claims  of  the  road  and  the  importance  of 
the  proposed  subscription. 

On  motion  of  Lewis  Elkin,  the  resolution  was  referred  to  the 
Committee  of  five. 

The  Chairman  appointed  the  following  gentlemen  as  a Committee 
of  reference: — Job  R.  Tyson,  Joseph  M.  Thomas,  Joseph  S.  Lover- 
ing, C.  Fallon  and  John  M.  Kennedy. 

The  Chairman  announced  that  he  had  just  received  a document 
in  the  form  of  a protest,  (signed  by  J.  A.  Simpson  and  S.  3). 
Anderson,)  which,  on  motion,  was  read.  It  was  on  the  part  of  the 
minority  of  the  Board  of  Commissioners  of  the  District  of  the 
Northern  Liberties,  against  the  right  of  E.  T.  Mott  and  John  M. 
Kennedy,  to  act  for  the  district  or  to  represent  the  stock  held  by 
it,  in  the  election  for  Directors. 

On  motion  of  C.  Fallon,  the  protest  was  laid  on  the  table. 

Mr.  John  B.  Myers  moved  the  following,  which  was  adopted: — 

“ Resolved,  That  the  Board  of  Directors  be  instructed  to  apply 
to  the  Legislature,  to  authorize  the  increase  of  the  capital  stock  of 
the  Company,  to  whatever  extent  they  may  find  necessary,  for  the 
purpose  of  finishing  and  stocking  the  road,  not  exceeding  seven 
millions  dollars.” 

On  motion  the  meeting  adjourned,  to  meet  on  the  first  Monday 
in  March. 

CHARLES  GILPIN,  Chairman. 

Samuel  Elkin,  Secretary. 


ADJOURNED  MEETING. 


At  an  adjourned  meeting  of  the  Stockholders  of  “The  Pennsyl- 
vania Rail  Road  Company/’  held  on  Monday,  March  1st,  Hon. 
Charles  Gilpin  presiding,  and  Samuel  Elkin  acting  as  Secretary. 

Job  R.  Tyson,  Esq.,  Chairman  of  the  Committee  appointed  at 
the  annual  meeting  of  the  Stockholders,  held  on  second  day  of 
February,  to  consider  and  report  with  reference  to  the  reports  of 
the  President,  Chief  Engineer,  and  General  Superintendent,  and 
the  subject  of  a subscription  of  $250,000  to  the  stock  of  the  Penn- 
sylvania and  Ohio  Rail  Road  Company, — read  a Report,  accom- 
panied by  the  following  resolutions  : 

“ Resolved , That  application  be  made  to  the  Legislature  for 
authority  to  take  and  hold  land  at  and  near  Philadelphia,  and  to 
confirm  the  purchases  made  from  the  City  of  Philadelphia,  John 
Hare  Powell,  and  the  Board  of  Health. 

“ Resolved,  That  we  cordially  approve  the  great  work  of  the  Ohio 
and  Pennsylvania  Rail  Road  Company,  and  earnestly  desire  its 
completion  and  success,  but  that  it  is  not  expedient,  at  present,  for 
this  Company,  with  an  unfinished  road,  to  authorize  a subscription 
to  its  stock. 

“ Resolved,  That  a bill  be  presented  to  the  Legislature  to  change 
the  time  of  holding  the  annual  meetings,  so  as  to  make  them  pre- 
cede the  annual  elections  one  month.” 
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The  Chairman  announced  that  the  resolutions  contained  in  the 
report  were  before  the  meeting,  when 

Mr.  Tyson  moved  that  they  be  taken  up  separately,  and  the  first 
resolution  was  adopted  unanimously. 

Mr.  Learning  moved  that  the  third  resolution  be  taken  up  next : 
which  motion  prevailed,  and  the  resolution  passed  unanimously. 

The  second  resolution  was  then  read,  and  Gen.  Robinson,  Presi- 
dent of  the  Ohio  and  Pennsylvania  Rail  Road  Company,  addressed 
the  meeting  in  reference  to  it : and  offered  the  following  amend- 
ment to  the  second  resolution  of  the  Committee : 

Resolved,  That  a poll  shall  be  opened  at  the  Company’s  office, 
during  the  month  of  June  next,  to  determine  whether  the  Stock- 
holders of  “ The  Pennsylvania  Rail  Road  Company”  will  authorize 
the  Board  of  Directors  to  subscribe  $250,000  to  the  stock  of  the 
Ohio  and  Pennsylvania  Rail  Road:  provided,  that  that  Company 
will  agree  to  receive  the  stock  of  “The  Pennsylvania  Rail  Road” 
at  par,  in  payment  for  such  subscription. 

The  amendment  was  seconded  by  Mr.  Solomon  W.  Roberts. 

Mr.  Samuel  V.  Merrick  urged  the  subscription,  and  stated  that, 
whatever  pledge  had  been  made  by  him  as  President  of  the  Board, 
that  this  Company  would  subscribe  to  the  stock  of  the  Ohio  and 
Pennsylvania  Rail  Road,  had  been  fully  authorized  by  resolution 
of  the  Board  of  Directors  of  the  Company,  and  subsequently  had 
received  the  sanction  of  this  Company. 

Mr.  Tyson  said,  that  the  Committee’s  resolution  was  reported 
with  the  assent  of  the  two  gentlemen  who  represented  the  Ohio  and 
Pennsylvania  Rail  Road  Company.  As  a pledge  was  understood  by 
them  to  have  been  given,  a liberal  course  was  demanded  from  this 
Company.  He  was  in  favor,  at  the  proper  time,  of  making  a sub- 
scription, provided  no  bonds  were  to  be  issued.  He  saw  no  incom- 
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patibility  between  tbe  resolution  reported  by  the  Committee,  and 
that  submitted  by  General  Robinson,  and  would  vote  for  the  latter, 
as  a separate  proposition,  but  not  as  an  amendment.  Mr.  Tyson 
urged  that  it  was  unwise  to  press  a decision  in  the  present  state  of 
our  finances,  and  in  the  face  of  the  recent  hostile  vote  of  the  city 
corporation. 

Mr.  J.  M.  Kennedy  gave  the  reasons  why  he  had  not  signed  the 
report,  being  one  of  the  Committee.  He  dwelt  upon  the  import- 
ance of  the  Ohio  and  Pennsylvania  Rail  Road  to  the  mercantile 
interests  of  the  city,  and  argued  in  favor  of  the  subscription. 

Mr.  Lewis  Elkin  was  in  favor  of  the  original  resolution  in  the 
report.  Mr.  E.  urged  that  the  subscription  would  be  impolitic  and 
inexpedient  at  present,  in  view  of  the  financial  condition  of  the 
Company,  as  any  such  subscription  would  react  injuriously  on 
future  subscriptions  to  our  own  Company’s  stock. 

The  Chairman,  at  the  instance  of  Mr.  Learning,  read  the  instruc- 
tions of  the  City  Councils  to  their  delegates  to  the  meeting,  in  which 
the  City  Councils  were  opposed  to  the  grant  or  loan  of  $250,000  at 
the  present  time,  to  the  Ohio  and  Pennsylvania  Rail  Road  Company. 

General  Robinson  withdrew  his  amendment. 

Mr.  Merrick  then  moved  that  the  second  resolution  be  indefinitely 
postponed ; which  was  agreed  to. 

Mr.  Merrick  then  offered  the  following : — 

Resolved,  That  the  question  of  the  subscription  to  the  Ohio  and 
Pennsylvania  Rail  Road  be  referred  to  a committee  of  five,  with  in- 
structions to  confer  with  the  Councils,  and  report  at  an  adjourned 
meeting,  to  be  held  on  the  first  Monday  evening  in  April  next. 

The  resolution  was  agreed  to,  and  the  Chair  appointed  the  com- 
mittee, as  follows  : — Samuel  Y.  Merrick,  Isaac  R.  Davis,  C. 
Fallon,  James  C.  Hand,  Townsend  Sharpless. 
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Mr.  George  Boldin  offered  the  following  preamble  and  resolutions, 
which  were  referred  to  the  same  committee. 

Whereas,  An  Act  has  recently  passed  the  Legislature  of  Pennsyl- 
vania, authorizing  “The  Pennsylvania  Rail  Road  Company”  to 
construct  a branch  of  their  road,  from  some  point  on  the  main  line 
between  Latrobe  and  Grcensburg,  in  Westmoreland  County,  to 
Uniontown,  in  Fayette  County,  with  the  privilege  of  extending  the 
same  to  the  slack-water  improvement  of  the  Monongahela  River,  at 
New  Geneva,  in  the  latter  county, 

Resolved,  That  in  the  opinion  of  the  Stockholders,  it  is  highly 
inexpedient  for  the  Central  Rail  Road  to  engage  in  building  branches 
or  lateral  roads,  until  the  main  trunk  of  the  road,  from  Philadelphia 
to  Pittsburg,  be  fully  completed  and  equipped. 

Mr.  Jacob  M.  Thomas  offered  the  following  resolution;  which 
was  adopted  : 

Resolved,  That  a committee  of  five  be  appointed,  to  confer  with 
the  Directors,  and  upon  an  investigation  of  the  financial  condition 
of  the  Company,  advise  such  course  as  they  may  deem  best  for  the 
interest  of  the  Stockholders,  and  report  at  the  adjourned  meeting  to 
be  held  in  April. 

Messrs.  Jacob  M.  Thomas,  John  B.  Myers,  John  Farnum,  Henry 
Cope,  and  Morris  L.  Hallowell,  were  appointed  the  committee. 

On  motion, 

Resolved,  That  the  annual  report  of  the  Directors,  Engineer,  and 
Superintendent,  and  the  report  of  the  committee,  be  published,  and 
furnished  the  Stockholders. 

On  motion,  adjourned. 

CHARLES  GILPIN,  President. 

Samuel  Elkin,  Secretary. 


REPORT 

OF 

THE  SPECIAL  COMMITTEE. 


The  Committee  appointed  at  a meeting  of  Stockholders  held  on 
the  second  of  February,  to  examine  certain  documents  and  papers, 
and  make  report  thereon  to  an  adjourned  meeting,  to  be  held  this 
day, 

REPORT, 

That  they  have  looked  into  the  subjects  treated  in  the  Annual 
Report  of  the  late  Board  of  Directors,  and  the  accompanying  docu- 
ments from  the  Chief  Engineer  and  General  Superintendent,  and 
submit  the  result  of  their  examination.  They  do  not  think  that 
there  is  just  reason  for  excitement,  on  the  part  of  any  of  the  Stock- 
holders. The  Committee  believe  that  both  parties,  in  the  recent 
contest,  were  sincere  in  the  sentiments  they  expressed,  and  in  the 
tickets  they  supported.  An  honest  difference  of  judgment  upon 
subjects,  on  which  two  minds  equally  candid  might  disagree,  though 
involving  public  as  well  as  pecuniary  interests,  cannot  be  the  occa- 
sion of  long  continued  personal  feeling,  or  justify  permanent  es- 
trangements. The  undersigned  would  deplore  such  results,  or  in 
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fact  any  effect  which  could  sever  that  tie  of  sympathy,  which  has 
hound  together  from  the  first,  the  friends  of  the  Pennsylvania  Rail 
Road.  One  feeling  animated  them  in  the  early  period  of  its  exis- 
tence, and  enabled  them  to  overcome  the  secret  and  open  hostility 
which  threatened  its  extinction.  The  bond  of  our  early  struggles 
and  triumphant  success,  should  cement  our  union  in  favor  of  an 
enterprise,  whose  influence  upon  the  fortunes  of  this  community  is 
only  less  in  magnitude  than  upon  those  regions  of  the  mighty  and 
prolific  West,  with  which  it  connects  the  Atlantic  States. 

The  Committee  have  not  entered  upon  their  duties  in  a fault- 
finding spirit,  to  criticise  the  acts  of  any  officer  or  party;  but  with 
a hearty  desire  to  soften  asperities,  by  doing  justice  to  all.  The 
errors  of  public  men  are  not  certainly  known  to  their  contempo- 
raides.  It  is  only  the  slow  light  of  time  and  the  gradual  workings 
of  experience  which  reveal  the  defects  of  popular  measures,  as  well 
as  prove  the  forecast  of  acts  which  were  once  dei’ided  as  unwise  or 
impolitic.  The  Stockholders  themselves  would  not  agree  perhaps 
in  opinion  on  what  may  be  the  true  policy  of  managing  a rail  road ; 
and  the  Committee  not  being  constituted  to  decide  between  de- 
batable views,  proceed  to  discharge  the  plainer  duty  defined  in  the 
resolution  under  which  they  were  appointed. 

Owing  to  unavoidable  absence  from  the  City  of  one  of  our  mem- 
bers, the  Committee  could  not  be  assembled  until  the  seventeenth 
of  February.  All  the  members  of  the  Committee  but  Mr.  Lovering, 
then  attended  the  summons,  but  he  has  not  met  us  in  conference, 
for  the  reason  assigned  in  his  note  marked  A,  hereto  appended. 

We  addressed  a letter  to  the  gentlemen  whose  personal  com- 
munications were  read  at  the  last  meeting  of  Stockholders.  As 
they  did  not  desii’e,  in  the  language  of  their  reply,  to  make 
any  addition  to  these  papei’s,  we  dismiss  the  whole  of  this 
delicate  subject,  with  the  remark  that  the  alleged  conflicts  of 
statement  must  rest  with  the  gentlemen  concerned.  Every  one 
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may  form  his  own  opinion  upon  the  question  involved.  Perhaps 
the  Stockholders,  in  looking  at  the  probabilities  of  the  case  and  the 
circumstances,  as  to  time,  will  attribute  the  variances  imputed  rather 
to  misapprehension,  than  to  the  absence  of  fair  dealing  on  the  one 
side,  or  to  the  want  of  consistency  on  the  other.  The  correspon- 
dence which  has  taken  place  between  these  three  respectable  gentle- 
men and  the  Committee,  is  hereto  subjoined,  under  the  letters  B. 
C.  & D. 

It  is  not  to  be  expected  that  the  Committee  will  notice,  with  any 
minuteness,  the  various  reports  from  the  Directors,  Chief  Engineer, 
and  General  Superintendent.  Each  of  these  papers  embodies  a 
mass  of  fact  and  suggestion,  which  entitle  it  to  attentive  perusal, 
in  connection  with  its  fellows. 

The  Committee  have  the  satisfaction  to  announce  to  the  Stock- 
holders, that  the  “exigencies  of  the  Company,”  and  “the  urgent 
necessity”  of  raising  a prescribed  sum  within  the  month,  in  the  lan- 
guage of  the  report  read  by  the  late  President,  were  happily  removed 
within  three  days  after  the  last  meeting.  The  sum  Rf  §283,150, 
it  is  there  stated,  was  wanted  to  secure  the  conditional  subscriptions 
of  the  City  of  Philadelphia  and  the  District  of  the  Northern  Liber- 
ties. On  the  occasion  referred  to,  some  of  the  friends  of  your  great 
work  were  convened,  and  true  to  the  spirit  which  has  ever  marked 
their  relations  with  the  enterprise,  subscribed,  in  the  course  of  one 
evening,  about  the  sum  of  §300,000.  By  means  of  these  contri- 
butions, the  municipal  subscriptions  are  now  secured,  and  make  the 
sum  subscribed  to  the  capital  stock  of  the  Company  §9,876,050. 
This  amount  leaves  but  §123,950  of  the  ten  millions  authorized  by 
the  charter,  to  be  yet  disposed  of. 

It  appears  that  three  several  purchases  of  land  have  been  made 
by  the  late  Board  of  Directors,  for  the  convenience  of  trade,  on  the 
western  side  of  the  Schuylkill.  Opinions  may  be  divided  as  to  the 
eligibility  of  the  terms,  and  the  expediency  of  the  extent  of  these 
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purchases.  But  accommodations  for  a large  business  being  indis- 
pensable, the  Committee  advise  an  immediate  application  to  the 
Legislature  for  power  to  enable  the  Company  to  take  and  hold  land 
in  this  vicinity,  and  to  receive  the  necessary  conveyances  of  these 
three  estates. 

The  accuracy  of  the  original  estimates  made  by  the  Chief  Engi- 
neer, is  proved  in  his  present  report.  On  the  Eastern  Division, 
which  is  finished,  the  actual  sum  expended  is  only  $10,000  more 
than  the  first  estimate.  This  shows  close  calculation  in  a work  of 
one  hundred  and  thirty-seven  and  three-fourth  miles  of  railway, 
involving  an  expenditure  of  more  than  four  millions  of  dollars.  On 
other  portions  of  the  route,  in  which  from  the  intrinsic  difficulties 
of  the  ground,  an  approximation  only  was  attainable,  the  present 
estimates,  which  include  the  expense  of  branch  roads,  not  the  sub- 
ject of  computation  before,  vary  very  slightly  from  the  original 
statement.  It  is  due  to  him  to  say,  that  they  are  not  “raised” 
from  ten  to  twelve  millions,  as  asserted  in  the  report  from  the  Board 
of  Directors.'’  The  former  estimate  for  a single  track  rail  road  from 
Harrisburg  to  Pittsburg,  did  not  embrace  the  recent  purchases  on 
the  west  side  of  the  Schuylkill;  the  track  required  by  a late  law 
from  the  south  fork  of  the  Conemaugh  to  Johnstown;  the  depots  to 
be  provided  at  Philadelphia  and  Pittsburg;  nor  the  outfit  and 
equipment  of  the  road.  It  will  be  seen  from  the  tabular  statement 
in  the  body  of  his  report,  that  the  total  cost  of  a single  track,  gra- 
ded for  a double  one,  as  far  as  necessary,  from  terminus  to  terminus, 
including  the  Mountain  Division,  will  be  - - - $9,550,000 

Add  for  shops  and  outfit,  - - - - 1,400,000 

Interest  account,  -------  450,000 

Additional  machinery  for  Mountain  Division,  when 

opened,  --------  600,000 

These  last  three  sums,  added  to  the  cost  of  construction,  make  the 
sum  of  twelve  millions,  mentioned  in  the  annual  report. 
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But  the  sum  of  twelve  millions  is  not  enough  to  complete  and 
stock  the  road,  and  meet  other  expenses  and  liabilities.  • To  that 
sum  we  are  obliged  to  add  the  following : 

The  organization  and  expenses  of  Board,  - - 6106,177  87 

Ground  rent  on  City  lot  in  West  Philadelphia,  - 10,000  00 

Ground  rent  on  Powelton, 38,329  46 

Lot  bought  of  the  Board  of  Health,  - - - 2,300  00 

Double  track  from  south  fork  of  Conemaugh  to  Johns- 
town, -------  - 100,000  00 

Depots  at  Philadelphia  and  Pittsburg,  ...  250,000  00 

These  items  increase  the  sum  required  to  612,506,807  33.  Deduct 
from  this  amount  the  subscriptions  to  the  capital  stock,  to  wit : the 
sum  of  69,876,050,  and  we  have  a balance  of  62,630,757  33.  For 
the  amount  of  this  balance  contracts  already  made  are  in  progress. 
It  must  be  raised  within  the  next  two  years.  The  future  exigen- 
cies of  the  Company  require  that  subscriptions  for  this  sum  should 
be  obtained,  within  six  months  of  the  present  time,  in  order  to  meet 
from  instalments,  these  demands  as  they  accrue.  The  alternative 
is  to  provide  for  the  raising  of  this  sum  so  as  to  be  received  in  full, 
by  the  end  of  the  year  1853;  or  the  suspension  of  the  work,  with 
suits  for  damages  by  contractors. 

The  whole  line  of  the  Pennsylvania  Rail  Road  is  now  so  nearly 
completed  as  to  be  continuous,  with  the  Portage  Road,  except  for 
twenty-eight  miles  on  the  Western  Division.  In  July  next,  this 
twenty-eight  miles  will  be  reduced  to  eight  or  ten  miles,  and  this 
last  interval  will  be  closed  in  the  month  of  September.  The  level- 
ing of  the  Mountain  Division  is  vigorously  under  way,  and  its 
difficulties  will  soon  yield  to  the  intelligent  labor  by  which  the 
process  is  directed.  By  the  opening  of  navigation,  the  inclined 
plane  No.  1,  will  be  avoided  by  the  cars,  and  soon  after,  the  planes 
No.  2 and  No.  3,  will  be  dispensed  with  in  traversing  the  mountain; — 
leaving  only  a distance  of  ten  miles  of  the  seven  remaining  impedi- 
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merits  of  the  Allegheny  Portage,  to  be  overcome.  The  lessening  of 
this  great  obstacle  in  our  stupendous  labors,  will  be  followed  by  a 
better  regulation  of  the  business  of  the  Mountain  rail  road,  and  a 
reduction  to  three  hours  of  the  six  or  seven,  hitherto  consumed  in 
passing  it.  But  for  the  Allegheny  tunnel  at  Sugar  Run  Summit, 
the  last  ten  miles  of  these  planes  would  soon  be  abandoned  by  our 
cars.  The  report  of  the  Chief  Engineer  informs  us,  that  the  con- 
tractor of  that  division  expects  to  permit  the  passage  of  the  cars 
through  this  difficult  portion  of  his  task, — the  only  interruption  to 
a rapid  transit  over  the  whole  route — in  the  summer  of  1853. 

The  cost  of  constructing  this  rail  road,  with  its  mountain  ob- 
structions, is  unusually  low.  No  one  in  the  country,  it  is  believed, 
can  be  compared  with  it  in  this  respect;  and  perhaps  no  railway, 
on  this  side  the  Atlantic,  surpasses  it  in  completeness  and  finish. 
That  portion  of  the  road  which  is  in  use  has  paid,  during  the  past 
year,  six  and  three-quarters  per  cent,  profit  on  the  cost  of  construc- 
tion, including  equipment  and  the  interest  charged  to  capital.  It 
is  a noticeable  fact,  too,  reflecting  credit  on  the  transportation  de- 
partment, as  well  as  on  the  capabilities  of  the  route,  for  economy 
in  working,  that  the  expense  of  running  the  trains  per  mile,  has 
been  as  much  as  forty  per  cent,  less  than  on  many  of  the  best  regu- 
lated railways  of  New  England,  and  cheaper  than  any  other  rail 
road  in  the  United  States.  Is  it  not  a distinction  unheard  of,  per- 
haps, on  any  railway,  that  it  commenced  and  continued  to  pay  legal 
interest  on  the  cost,  out  of  its  receipts,  “ two  years  before  a car 
was  able  to  pass  over  it?'’  For  these  facts,  we  vouch  the  proofs 
adduced  in  the  valuable  and  elaborate  Report  of  the  General  Super- 
intendent. 

That  the  friends  of  the  Pennsylvania  Rail  Road  will  subscribe 
the  two  millions  and  a half  required  to  complete  this  great  artery 
of  our  trade,  thus  on  the  verge  of  completion,  the  Committee  do 
not  permit  themselves  to  doubt.  If  they  will  not  contribute  this 
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sum,  from  the  public  motive  of  aiding  an  enterprise,  the  most 
important  ever  undertaken  in  Pennsylvania,  they  will  perhaps  sub- 
scribe to  the  stock  from  its  excellence  as  a mere  pecuniary  investment. 
The  Company  is  unincumbered  with  a dollar  of  permanent  debt,  and 
has  a first  class  rail  road  which  penetrates  the  richest  portion  of  our 
own  State,  and  connects,  by  the  cheapest  and  shortest  possible  line, 
the  fruitful  and  almost  illimitable  West  with  Philadelphia  and  the 
Atlantic  states.  What  more  need  be  said — what  further  assurance 
is  wanted  to  prove  to  capitalists  the  surpassing  value  of  its  stock  ? 
On  this  question,  doubt  or  conjecture  can  have  no  place.  It  has 
the  certainty  of  a fixed  fact.  The  receipts  already  show  what  the 
road  is  capable  of  accomplishing.  In  the  month  of  February  of  last 
year,  (1851)  the  sum  received  for  passengers  was  $29,778,  and  for 
freight,  $20,416.  During  the  present  month  of  February,  1852, 
the  receipts  for  passengers  amount  to  $62,850,  and  for  freight  to 
$69,376,  showing,  as  the  business  of  the  month,  an  aggregate  sum 
paid  into  the  coffers  of  the  Company,  of  $132,226.  The  increase, 
therefore,  from  the  extension  of  the  rail  road,  is  in  regard  to  pas- 
sengers more  than  double , and  to  freight  more  than  treble,  the 
receipts  of  last  year.  If  such  be  the  results  experienced  on  an 
unfinished  line,  what  may  be  expected  hereafter  ? From  the  vast 
trade  which  is  naturally  dependant  upon  and  tributary  to  this  rail 
way,  we  may  confidently  anticipate  the  rich  harvest  which  awaits 
its  completion. 

The  doctrine  of  the  President’s  Eeport  is  perfectly  sound,  in  the 
judgment  of  the  Committee,  as  to  the  importance  of  the  lowest 
possible  charges,  both  for  freight  and  passengers,  compatible  with 
profit.  It  is  right  to  speak  of  revenue  to  the  stockholders,  as 
secondary  to  the  great  public  beneeit,  which  it  was  the  primary 
object  of  this  work  to  secure.  For  however  vast  may  be  the 
income  to  the  stockholders,  such  an  effect  is  subordinate  in  rank  to 
the  grand  results  which  this  road,  under  practical  management, 
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must  confer  upon  the  State  and  the  City.  But  while  we  subscribe 
to  this  sentiment,  and  emphatically  approve  the  policy  of  low  rates , 
we  dissent  from  the  idea,  that  a low  standard  of  charges,  which 
would  pour  the  flood  of  a magnificent  trade  upon  Philadelphia,  will 
not  also  secure  the  highest  dividends  to  the  stockholders.  If  one 
of  these  he  the  effect  of  small  profits,  the  other  must  inevitably 
follow.  Though  the  earnings  on  a single  one  hundred  pounds  may  be 
little,  the  revenue  must  be  great,  from  the  immense  business  which 
the  observance  of  so  enlightened  a policy  will  attract.  It  is  in  the 
power  of  the  Company,  from  the  admirable  location  and  cheap  con- 
struction of  the  Pennsylvania  Bail  Boad,  to  make  their  stock  the  very 
best  in  this  country,  without  turning  aside  from  the  great  object  of 
the  undertaking — the  promotion  and  facility  of  the  internal  trade. 
We  may  make  money,  and  declare  large  dividends,  with  a scale  of 
charges  which  no  competitor  for  the  Western  trade  can  imitate  with 
safety,  and  thus  secure  to  Philadelphia,  beyond  the  efforts  of  rivalry, 
that  Western  Commerce,  which,  by  the  immutable  laws  of  nature  and 
geography,  is  our  own.  The  trade  and  travel  of  the  mighty  West, 
being  brought  to  the  door  of  Pennsylvania  by  a navigable  river, 
and  those  artificial  highways  which  our  great  work  has  called  into 
existence,  this  Company  is  bound  to  open  it,  upon  the  easiest  terms, 
to  their  admission. 

The  Pennsylvania  Bail  Boad  is  not  a competitor  of  the  public 
works  of  the  State,  but  their  great  auxiliary  and  support.  It  is  a 
competitor,  and,  we  think  a formidable  one,  of  our  Northern 
and  Southern  rivals.  Before  the  road  was  started,  the  question 
was,  whether  with  such  a line  of  communication  to  Pittsburg,  as 
was  ■presented  in  our  public  works,  the  whole  trade  of  the  West 
would  not  be  lost  to  Pennsylvania,  and  divided  between  New  York 
and  Baltimore.  An  examination  of  the  subject  induced  the  un- 
doubting belief  that  such  a transfer  would  take  place,  upon  the  com- 
pletion of  a railway  from  New  York  to  Dunkirk,  and  from  Balti- 
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more  to  Wheeling.  This  conviction  was  the  parent  of  the  Penn- 
sylvania Rail  Road.  All  saw  the  advantages  of  a quicker  and 
cheaper  transit  between  the  West  and  the  East,  which  these  rail 
ways  would  offer.  The  main  line  of  the  State  consisted  of  a second 
rate  canal,  interrupted,  at  the  Mountains,  by  ten  inclined  planes, 
and  at  Columbia,  by  a rail  road  out  of  repair.  Nor  was  this  all. 
From  the  want  of  continuity,  three  transhipments  were  required 
within  the  limits  of  Pennsylvania.  No  practical  mind  could  ponder 
this  subject  without  perceiving  the  inevitable  result.  It  was  clearly 
seen  that  the  cars  of  the  New  York  and  Erie  Rail  Road,  thunder- 
ing at  the  gates  of  Erie,  especially  if  a line  extended  into  Ohio  by 
a connection  with  the  railways  of  that  State,  and  the  cars  of  the 
Baltimore  and  Ohio  railway  at  Wheeling,  would — without  the 
counteracting  effect  of  the  Pennsylvania  Rail  Road — leave  the 
public  works  of  the  Commonwealth  almost  without  employment, 
and  the  State  without  any  valuable  portion  of  the  Western  trade. 
But  this  great  avenue  connecting,  by  a direct  rail  road,  the  West 
with  the  Atlantic,  has  brought  into  life,  among  other  enterprises, 
one  nearly  finished,  now  uniting  Pittsburg  with  Cleveland  on  the 
Lake,  and  forming  a link  of  union  with  Cincinnati  on  the  Ohio 
river.  These,  lines  will  be  ramified  and  indefinitely  prolonged  into 
some  of  the  most  bountiful  regions  of  the  earth,  to  the  inconceivable 
benefit  of  Pennsylvania  and  her  metropolis.  It  has  been  owing  to 
the  vigorous  prosecution  of  the  Pennsylvania  Rail  Road  that  all 
this  has  been  accomplished.  The  ambitious  views  of  New  York 
and  Baltimore  have  been  frustrated.  Pennsylvania  will  now  appro- 
priate that  trade  which  she  has  a geographical  right  to  enjoy.  Her 
canals  will  feel  its  benefits  in  the  increased  freights  which  such  a 
direction  to  the  current  of  trade  will  induce,  and  the  Columbia  Rail 
Road  will  be  aggrandised  by  the  contributions  of  a generous  tribu- 
tary. 

One  subject  remains  to  be  disposed  of  in  this  report.  The  reso- 
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lutions  of  the  late  Board  in  relation  to  subscribing  to  the  stock  of 
the  Ohio  and  Pennsylvania  Bail  Road  Company,  were  referred  to 
this  Committee. 

We  are  indebted  to  the  road  of  this  Company  for  a connection 
with  the  lake  at  Cleveland,  and  without  it,  our  own  work  would 
lose  much  of  its  value.  It  commences  at  Pittsburg,  and  proposes 
a connection  with  Crestline,  near  G allion,  one  hundred  and  eighty- 
six  miles  distant.  Of  this  extent  eighty-two  miles  of  the  line  are 
finished  and  in  use  to  Alliance ; in  a few  days  the  track  will  be 
opened  to  Masillon,  twenty-six  miles  further;  and  in  the  course  of 
the  spring  to  Wooster,  which  is  one  hundred  and  thirty-three  miles 
from  its  eastern  terminus.  The  remainder  of  the  route  is  under 
contract,  and  if  the  requisite  funds  be  supplied,  will,  it  is  expected, 
be  done  within  the  year.  The  Company,  it  is  stated,  want  only 
$700,000  to  enable  them  to  complete  their  undertaking.  On  the 
occasion  of  the  handsome  subscription  of  a million  of  dollars  which 
was  made  by  the  County  of  Allegheny  to  the  stock  of  the  Penn- 
sylvania Bail  Road,  a pledge  of  assistance  was  understood  to  be 
given  by  this  Company  to  that.  There  is  no  doubt  that  an  expec- 
tation of  aid  which  this  alleged  promise  excited,  did  something 
towards  procuring  for  us  that  opportune  assistance.  Impressed 
with  these  views,  it  appears  that  the  late  Board  of  Directors  sub- 
mitted the  subject  to  a Committee,  on  the  third  of  last  September. 
That  Committee  reported  to  a special  meeting  of  the  Directors,  held 
on  the  following  day,  a series  of  resolutions,  which  were  unani- 
mously adopted.  These  resolutions,  thus  sanctioned  by  the  late 
Board,  were  presented  to  the  meeting  of  Stockholders,  held  on  the 
second  of  February,  for  approval  and  confirmation,  when  they  were 
referred  to  this  Committee.  They  are  as  follow : 

11  Resolved,  That  in  the  opinion  of  the  Board,  the  completion  of 
the  Ohio  and  Pennsylvania  Road,  so  as  to  afford  an  early  connec- 
tion with  the  lake  at  Cleveland  and  with  Cincinnati,  is  of  the 
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greatest  importance  to  the  interests  of  the  Pennsylvania  Rail  Road 
Company,  and  will,  without  doubt,  largely  increase  its  income  and 
extend  its  usefulness. 

11  Resolved,  That  so  soon  as  the  capital  stock  of  this  Company  is 
filled,  it  will  be  to  the  interest  of  this  Company  to  render  aid,  to  a 
limited  extent,  to  the  Ohio  and  Pennsylvania  Rail  Road  Company. 

“ Resolved,  That  this  Board  will  make  a subscription  of  5,000 
shares,  as  soon  as  the  consent  of  the  Stockholders  and  Legislature 
can  be  obtained. 

1‘  Resolved,  That  the  said  subscription  shall  be  made,  provided 
the  said  Company  will  accept,  if  tendered,  the  bonds  of  the  Penn- 
sylvania Rail  Road  Company  in  payment  of  the  stock,  and  guarantee 
the  prompt  payment  of  the  interest  thereon.” 

The  Committee  do  not  feel  justified,  under  the  policy  of  this 
Company,  to  recommend  to  the  Stockholders  the  ratification  of 
these  resolutions.  They  look  to  the  issue  of  bonds,  which  would  be 
a departure  from  the  declared  principles  of  this  Corporation.  Our 
policy  is  to  remain,  if  possible,  free  from  the  shackles  of  debt.  But 
a glance  at  existing  and  projected  lines  of  improvement  in  the  West, 
will  satisfy  any  one  of  the  vast  importance  to  the  interests  of  Phila- 
delphia, of  accelerating  the  completion  of  the  Ohio  and  Pennsylvania 
Rail  Road.  If  our  Stockholders  should  be  willing,  at  some  future 
time,  to  recognise  the  claims  of  so  valuable  a tributary  and  neighbor, 
to  the  aid,  which  through  her  chief  officers,  she  now  solicits,  the 
Committee  do  not  doubt  that  the  stock  of  this  Company  would  be 
cheerfully  received  in  payment,  at  par.  A bill,  we  are  informed, 
has  passed  the  Legislature,  which  it  is  expected  will  become  a law, 
authorizing  this  and  other  corporations  to  subscribe  to  its  stock. 
But  with  an  unfinished  line  of  rail  road,  and  without  a present 
ability  to  meet  engagements  necessary  to  complete  it,  amounting  to 
two  and  a half  millions  of  dollars,  already  existing  or  contracted 
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for,  the  Stockholders  of  this  Company  may  well  hesitate  to  enter 
into  new  responsibilities.  With  a view  to  test  the  sense  of  the 
meeting,  the  Committee  append  to  this  report  a resolution  in  con- 
sonance with  the  sentiment  expressed. 

It  has  been  suggested  that  much  advantage  would  arise  to  the 
Corporation,  if  the  time  of  holding  the  annual  meetings  were  to  pre- 
cede the  annual  elections,  one  month.  The  necessary  opportunity 
would  then  he  afforded  to  the  Stockholders  to  investigate  the  prin- 
ciples upon  which  the  affairs  of  the  institution  had  been  managed, 
before  they  were  called  upon  to  act. 

The  Committee  respectfully  submit  the  subjoined  resolutions  : 

1.  Resolved,  That  application  he  made  to  the  Legislature  for 
authority  to  take  and  hold  land  at  and  near  Philadelphia,  and  to 
confirm  the  purchases  made  from  the  City  of  Philadelphia,  John 
Hare  Powell,  and  the  Board  of  Health. 

2.  Resolved,  That  we  cordially  approve  the  great  work  of  the  Ohio 
and  Pennsylvania  Rail  Road  Company,  and  earnestly  desire  its 
completion  and  success,  hut  that  it  is  not  expedient,  at  present,  for 
this  Company,  with  an  unfinished  road,  to  authorize  a subscription 
to  its  stock. 

3.  Resolved,  That  a bill  be  presented  to  the  Legislature  to  change 
the  time  of  holding  the  annual  meetings,  so  as  to  make  them  pre- 
cede the  annual  elections  one  month. 

J.  R.  TYSON,  Chairman, 
JOSEPH  M.  THOMAS, 
CHRISTOPHER  FALLON. 


Philadelphia,  February  26,  1852. 
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( A.  ) 

Philadelphia,  February  18,  1853. 

J.  It.  Tyson,  Esq.,  Chairman. 

Dear  Sir  : — Not  being  now  a Stockholder  in  the  Pennsylvania 
Rail  Road  Company,  I am  of  course  not  competent  to  serve  on  the 
Committee  of  which  I was  appointed  a member  on  the  2d  inst. 

Yery  respectfully, 

JOSEPH  S.  LOVERING. 


( B-  ) 

Office  of  the  P.  R.  R.  Co.,  February  30,  1853. 

W.  C.  Patterson  and  E.  M.  Davis,  Esq’rs. 

Gentlemen  : — I am  instructed  by  the  Committee  to  whom 
certain  documents  and  papers  were  referred  by  the  Stockholders  at 
a meeting,  held  on  the  2d  instant,  to  encpiire  whether  it  is  your 
desire  to  say  any  thing  to  the  Committee  on  the  subject  of  your 
respective  private  communications,  read  at  that  meeting,  or  to  add 
any  thing  to  what  is  already  before  us.  It  is  a painful  subject  to 
the  Committee,  who  would  be  glad  to  allay  feeling  and  reconcile 
estrangement,  rather  than  do  aught  which  might  have  an  opposite 
tendency. 

Unavoidable  absence  from  town,  for  a fortnight  after  the  action 
of  the  Stockholders,  prevented  me  from  assembling  the  Committee 
until  the  17th  inst.  In  view  of  the  brief  interval  which  remains, 
I will  thank  you  for  an  early  reply. 

I am,  Gentlemen, 

Yours,  respectfully, 

J.  R.  TYSON, 

Chairman  of  Committee. 
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( C.  ) 

Philadelphia,  February  31,  1853. 

J.  R.  Tyson,  Esq.,  Chairman , d cc. 

Sir  : — We  beg  to  state,  in  reply  to  your  note  of  yesterday,  that 
we  do  not  “desire  to  say  any  thing  to  the  Committee  on  the  subject 
of  our  respective  private  communications,”  to  which  you  refer. 

Yery  respectfully, 

Your  obedient  servants, 

W.  C.  PATTERSON, 
E.  M.  DAVIS. 


( D.  ) 

Philadelphia,  February  33,  1853. 

To  J.  R.  Tyson,  Joseph  M.  Thomas,  Christopher  Fallon,  and 
John  M.  Kennedy,  Esquires,  Committee,  dec. 

Gentlemen  : — In  reply  to  your  note  of  the  20th  instant,  I beg 
leave  to  state,  that  I do  not  consider  the  communications  of 
Messrs.  Davis  and  Patterson — in  consequence  of  the  circumstances 
under  which  they  were  written — as  requiring  much  notice  from  me. 

It  is  to  be  presumed,  that  these  gentlemen  did  not  intentionally 
misrepresent  the  purport  of  the  conversations  to  which  they  have 
referred;  and  I can  readily  perceive,  that  the  time  and  circum- 
stances under  which  they  were  listened  to,  were  not  propitious  to  a 
dispassionate  consideration  of  the  views  that  I expressed. 

I have,  for  more  than  a year  past,  considered  that  the  policy 
pursued  by  those  who  controlled  the  finances  of  our  Company,  as 
tending  inevitably  to  a resort  to  borrowing.  This  would  also  seem 
to  have  been  their  expectations,  from  a resolution  to  be  found  upon 
the  minutes  of  the  last  Board  of  Directors,  authorizing  a permanent 
loan  of  two  hundred  and  fifty  thousand  dollars. 

The  gratifying  returns  from  the  business  of  the  road — which,  in 
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its  unfinished  condition,  now  yields  in  net  profits  considerably  more 
than  an  interest  on  the  cost  of  that  portion  of  the  work  in  use, 
together  with  the  large  capital  of  the  Company,  expended  in  the 
construction  of  the  road,  at  very  low  rates,  afford  such  an  unusually 
broad  basis  to  found  a credit  upon,  that  I have  not  viewed  this  ten- 
dency towards  a change  in  the  policy  of  the  Company  with  alarm  ; 
confident  that  such  securities  as  we  could  offer  to  capitalists,  would 
command  par,  at  a low  rate  of  interest.  But,  inasmuch  as  the 
Company  was  pledged  to  a different  course,  I was  opposed  to  de- 
parting from  the  policy  adopted,  without  first  bringing  the  subject 
before  the  Stockholders.  Hence  I urged,  in  my  conversations  with 
members  of  the  Board,  the  expediency  of  discussing  this  question 
openly  with  them,  that  they  might  be  prepared  to  act  understand- 
ing^, when  the  subject  should  be  submitted  to  a general  meeting — 
which  it  would  be  necessary  to  do,  before  the  change  contemplated 
could  be  ventured  upon. 

All  seemed  to  acquiesce  in  the  importance  of  continuing  the 
policy  adopted  by  the  Company.  Yet,  notwithstanding  that  con- 
tracts had  been  entered  into  for  the  construction  of  the  road  and 
its  outfit,  that  were  rapidly  progressing  to  completion,  involving 
expenditures  considerably  exceeding  the  means  provided  to  meet 
them,  no  effort  was  made  during  the  whole  of  1851,  to  secure  indi- 
vidual subscriptions.  We  had  every  reasonable  assurance  that 
such  an  effort, — early  in  the  year, — would  have  been  crowned 
with  success.  The  necessity  for  this  exertion,  if  we  did  not  intend 
to  abandon  our  policy,  appeared  to  me  sufficiently  evident;  and  an 
investigation  of  our  condition  since,  has  shown  that  an  increase  of 
means,  at  the  period  stated,  would  have  exercised  a most  beneficial 
influence  upon  the  finances  of  the  Company. 

At  the  date  of  the  conversation  referred  to  by  Mr.  Davis,  he 
should  have  known,  that  the  Board  to  be  elected,  would  have  to  pay 
as  soon  as  they  were  organized,  over  $120,000  of  liabilities,  without 
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any  available  means  in  the  treasury,  except  such  as  might  be  col- 
lected from  Stockholders,  before  they  cast  their  suffrages.  And 
instead  of  there  being  $125,000  in  cash  and  bonds  on  hand  on  the 
1st  of  January,  as  represented  in  the  annual  report  of  the  Board, 
the  Company  actually  had  $561,800  of  corporation  bonds  on  the 
1st  of  February,  to  meet  a larger  amount  of  immediate  liabilities. 

In  view  of  these  facts,  I think  that  I would  have  been  justified 
by  the  Stockholders  if  I had  advised  the  suspension  of  the  payment 
of  interest,  in  November  last.  This,  however,  was  not  the 
case;  I simply  recommended  the  President,  to  pay  the  interest  as 
far  as  practicable  in  the  stock  of  the  Company,  that  the  capital 
might  be  immediately  filled  up  to  the  extent  necessary  to  secure 
the  conditional  subscriptions  of  the  City  and  Northern  Liberties, 
thus  distributing  the  burthen  of  raising  the  amount  required  for 
that  object,  as  far  as  it  would  go,  equally  among  all  of  the  Stock- 
holders. This  advice  was  given,  in  consequence  of  current  rumors 
in  relation  to  the  critical  condition  of  our  finances,  and  the  fear,  on 
my  part,  that  our  engagements  with  contractors  would  not  be  met. 
The  recommendation  was  made  as  a choice  of  evils  only. 

The  spirited  action  of  a portion  of  the  Stockholders  and  citizens, 
immediately  after  the  annual  convention,  when  the  necessities  of 
the  Company  were  made  known  to  them;  secured  this  object  in  a 
less  objectionable  form,  and  placed  the  finances  of  the  Company  in 
a comparatively  easy  condition.  There  still  remains,  however, 
much  to  accomplish,  to  enable  the  Board  to  carry  out  the  cherished 
policy  of  the  Company. 

To  meet  existing  contracts,  and  those  necessary  to  render  pro- 
ductive the  expenditures  already  made,  we  have  over  50  per  cent, 
more  stock  to  raise  to  satisfy  the  demands  upon  the  treasury,  during 
the  next  two  years,  than  has  been  obtained  from  private  subscrip- 
tions since  the  commencement  of  the  work  ; — a period  of  four  and  a 
half  years. 
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The  following  statement  will  show  the  condition  of  our  affairs  on 
the  1st  day  of  January  last. 

Expenditures  and  Liabilities  for  work,  d'c. 

The  estimated  cost  of  the  whole  road  and  outfit,  to  be  finished  in 
twenty  months,  is  -----  - 811,400,000 


Additional  outfit  required  on  completion  of  whole  road,  600,000 

Items  not  included  in  Engineer’s  Estimate. 

A double  track  between  south  fork  of  the  Conemaugh 
and  Johnstown,  to  meet  the  object  of  a recent  Act  of 
the  Legislature,  ......  95,000 

Organization  and  general  expenses  of  the  Board,  say  100,000 
Amount  paid  and  to  be  paid  on  ground  rents  in  West 

Philadelphia  and  Pittsburg,  for  two  years,  - - 55,000 

Depots  at  Philadelphia  and  Pittsburg,  - - - 250,000 

Total 812,500,000 

Deduct  from  this  the  whole  amount  of  stock  subscribed 
up  to  January  1st,  a small  portion  of  which  is  not 
available,  .......  8,330,000 

Leaving  at  that  time,  to  be  raised  to  meet  our  present 

aud  expected  liabilities  during  1852  and  1853,  - 4.170,000 


Of  this  sum  81,285,000  has  been  secured  since  January  1st, 
leaving  82,885,000  yet  to  be  raised  to  complete  the  road,  with  a single 
track,  unincumbered  by  debt.  About  8250,000  of  this  amount  will 
be  met  by  existing  contracts  for  work,  which  will  reduce  the  total 
required  to  about  82,610,000.  To  make  this  sum  available  from 
stock  subscriptions  to  meet  our  present,  and  necessary  engagements 
as  they  mature,  it  is  requisite  that  it  should  be  subscribed  within 
the  next  six*  months. 

The  amount  subscribed  by  private  individuals  and  monied  insti- 
tutions, since  the  commencement  of  surveys  for  the  Pioad,  up  to 


* Note. — Tills  is  necessary,  as  instalments  cannot  be  called  in  faster  than  10  per  cent, 
every  60  days. 
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January  1st,  is  but  $1,790,000;  which  is  less  than  an  average  of 
$400,000  per  annum.  The  whole  amount  obtained  from  similar 
sources,  since  the  charter  was  obtained,  up  to  the  close  of  our  last 
financial  year,  is  $8,330,000,  which  does  not  exceed  our  present 
wants,  half  a million. 

Under  a knowledge  of  these  facts,  doubts  might  reasonably  be 
entertained  as  to  our  ability  to  raise  stock  in  the  usual  way,  in  time 
to  meet  our  engagements.  These  doubts  I expressed  to  members 
of  the  Board,  and  urged,  as  I have  before  stated,  the  importance 
of  discussing  the  subject  with  intelligent  Stockholders. 

I am  still  opposed  to  borrowing,  as  long  as  there  is  a reasonable 
hope  that  the  stock  can  be  disposed  of,  at  par.  But  if  the  citizens 
and  Stockholders  will  not  at  once  come  forward  and  sustain  the 
policy  of  the  Company  by  liberal  subscriptions,  a resort  to  loans  to 
meet  our  present  engagements  is  inevitable ; or,  the  work  must  stop, 
an  alternative  that  cannot  for  a moment  be  thought  of.  We  have 
means  sufficient  to  complete  the  Eastern  and  Western  Divisions 
without  embarrassment.  But  to  withdraw  our  forces  from  the 
mountain,  would  at  once  sink  this  great  enterprise  into  a mere  local 
improvement,  possessing  neither  ability  to  compete  in  speed  or  price 
with  either  of  its  great  rivals. 

In  this  dilemma,  it  devolves  upon  the  Stockholders  to  recommend 
the  course  that  should  be  adopted  by  their  Board  of  Directors; 
without  their  advice  and  consent,  a change  in  what  they  have  been 
led  to  believe  was  the  settled  policy  of  the  Company,  will  not  be 
ventured  upon;  and  I trust  that  you  will  submit  this  whole  subject 
for  their  consideration,  in  a form  that  will  lead  to  an  expression  of 
their  views  in  relation  to  it,  that  will  relieve  the  matter  from  the 
embarrassments  that  at  present  surround  it. 

Very  respectfully, 

Your  obedient  servant, 

J.  EDGAR  THOMSON. 


FIFTH  ANNUAL  REPORT. 


(Dffitt  nf  tjjf  ^ransijlDflmfl  Hail  Eoait  <Cn. 

Philadelphia,  January  31,  1853. 

The  Board  of  Directors  present  to  the  Stockholders  of  the  Penn- 
sylvania Rail  Road  Company,  a statement  of  its  affairs,  for  the  year 
ending  31st  ult.,  together  with  the  reports  of  the  Treasurer,  Chief 
Engineer,  and  General  Superintendent. 

The  Treasurer  reports  receipts  from  Stockholders, 

in  payment  of  instalments,  - $8,103,465  00 

Disbursements,  -------  7,978,089  8*2 

Balance  on  hand,  in  cash  and  bonds,  - $125,375  18 

The  interest  account  exhibits  results  equally  gratifying  with  those 
heretofore  announced  to  the  Stockholders ; the  amount  chargeable 
to  construction  account,  viz.,  the  balance  of  the  interest  account, 
from  the  commencement  of  the  work  to  the  31st  ult.,  after  deduct- 
ing therefrom  the  net  receipts  from  the  road,  since  it  has  been  in 
use,  being  only  $241,571  07. 

The  unconditional  subscriptions  to  the  capital 
stock  of  the  Company  amounts  to  166,521 
shares, $8,326,050  00 
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Brought  forward, 

Contingent  subscriptions,  payable  whenever  they 
shall,  in  connexion  with  other  subscriptions, 
made  on  or  after  the  24th  February  last,  make 
up  the  sum  of  three  millions  of  dollars. 

City  of  Philadelphia,  15,000  shares,  - 

District  of  Northern  Liberties,  5,000  shares, 

The  stock  payable  to  contractors,  in  settlement  of 
outstanding  contracts  upon  the  Western  and 
Mountain  Divisions,  estimated  at  5,000  shares, 

Making  in  all  the  sum  of,  - 


$8,320,050  00 


750.000  00 

250.000  00 


250,000  00 


$9,576,050  00 


Further  subscriptions,  to  the  extent  of  $423,950,  will  be  neces- 
sary to  fill  up  the  capital  stock  to  its  present  limit  of  ten  millions 
of  dollars.  In  order  to  secure  the  conditional  subscriptions  of  the 
City  of  Philadelphia  and  the  District  of  the  Northern  Liberties, 
heretofore  alluded  to,  an  immediate  subscription  of  $283,150  is  in- 
dispensably necessary. 

The  Board  have,  in  view  of  the  unpropitious  state  of  the  money 
market,  delayed  asking  for  additional  subscriptions  until  the  latest 
possible  period.  The  exigencies  of  the  Company  render  further 
postponement  impracticable,  and  the  Board  invite  the  attention  of 
the  Stockholders  to  the  urgent  necessity  which  exists,  for  raising 
this  sum  during  the  ensuing  month,  leaving  to  their  wisdom  the 
adoption  of  whatever  measures  may  be  best  calculated  to  secure  it. 
It  will  be  seen,  by  reference  to  the  report  of  the 
Chief  Engineer,  that  the  estimate  of  the  cost  of 
a single  track  road  between  Harrisburg  and 
Pittsburg,  with  the  necessary  outfit,  is  - - $12,000,000  00 

And  the  cost  of  an  additional  track,  estimated  at  3,600,000  00 


Making  an  aggregate  of 


- $15,600,000  00 


When  the  cost  of  freight  and  passenger  depots  at  Philadelphia, 
and  the  outlay  for  the  additional  rolling  stock,  which  will  he  re- 
quired when  the  second  track  shall  he  brought  into  use,  with  the 
necessary  expenditure  for  the  depot  lots  at  Pittsburg,  and  other 
purposes,  shall  have  been  added  to  this  estimate,  it  will  be  seen  that 
the  capital  stock  must  be  increased,  or  debt  incurred,  to  the  extent 
of  between  six  and  seven  millions  of  dollars. 

The  judgment  of  the  Board  has,  throughout,  concurred  with  the 
general  wish  of  the  Stockholders,  that  the  road  should  be  built 
without  a funded  debt,  and  the  progress  already  made  clearly  indi- 
cates that  a result  so  eminently  desirable  is  entirely  practicable. 
Unable  to  appreciate  the  force  of  the  arguments  in  favor  of  the 
creation  of  debt,  in  preference  to  further  issues  of  stock,  the  Board 
recommend  that  authority  be  given  to  apply  to  the  Legislature,  for 
such  an  increase  of  the  capital  stock  as  may  be  deemed  necessary. 
The  Board  venture  to  express  the  hope,  that  no  authority  will  be 
given  for  the  issue  of  bonds,  until  an  opportunity  for  full  discussion 
can  be  had,  at  a meeting  to  be  held  hereafter,  under  circumstances 
more  propitious  for  calm  consideration  and  deliberate  determination. 
The  ultimate  decision  with  regard  to  a radical  change  of  policy,  in- 
volving consequences  of  vital  importance  to  the  large  interests 
already  vested,  should  not  be  taken,  until  the  representatives  of 
those  interests  can  be  fairly  heard.  Be  that  decision  what  it  may, 
legislation  will  be  required,  and  the  Board  suggest  the  propriety  of 
obtaining  it  during  the  present  session. 

A section  of  the  Western  Division,  extending  from  Johnstown  to 
Lockport,  twenty-one  miles,  was  opened  in  August  last,  and  that 
division  is  now  in  use  throughout  its  entire  length,  with  the  excep- 
tion of  a gap  of  twenty-eight  miles,  between  Beatty’s  Station  and 
Turtle  Creek,  in  Westmoreland  County.  Every  effort  has  been 
made  by  the  Board  to  hasten  the  completion  of  the  work,  and  they 
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still  cling  to  the  hope,  that  the  whole  road  will  be  ready  for  use 
before  the  close  of  canal  navigation  in  1853. 

The  business  of  the  year,  although  materially  affected  by  an  un- 
usual continuance  of  low  water  in  the  Ohio  River,  and  the  Western 
Division  of  the  Pennsylvania  Canal,  and  other  adverse  circum- 
stances, shows  a net  profit  of  $347,864  82,  as  will  appear  by  refe- 
rence to  the  report  of  the  Treasurer. 

This  result  confirms  the  opinion  heretofore  entertained,  that  the 
earnings  of  the  road  will  henceforward  pay  the  interest  upon  the 
outlay,  after  making  adequate  provision  for  depreciation  and  con- 
tingencies. It  is  proper  to  state,  however,  that  immediate  pecu- 
niary results  have  very  little  weight  with  the  Board,  in  the  adoption 
of  the  policy  which  has  heretofore  governed  their  administration  of 
the  affairs  of  the  Company. 

They  have  believed  that  the  road  should  be  finished  at  the  earliest 
practicable  period,  and  at  the  lowest  possible  cost,  consistent  with 
durability  and  the  thorough  finish,  which  should  pervade  all  its 
appliances ; that  its  equipment  should  be  perfect  in  every  particu- 
lar, and  that  its  arrangements  for  the  speedy  and  comfortable  con- 
veyance of  passengers,  and  its  tariff  of  rates  for  passengers  and 
freight  should  be  of  such  a character,  as  to  compete,  upon  at  least 
equal  terms,  with  its  most  formidable  rival. 

They  have  been  unwilling  to  hold  out  to  the  Stockholders  a pros- 
pect of  any  greater  return  for  their  capital,  than  a moderate  dividend 
with  a proper  provision  for  a contingent  and  renewal  fund,  until 
the  rates  of  fare  and  freight  shall  have  been  reduced  so  low,  that 
no  rival  route  can  profitably  interfere  with  us.  They  believe  that 
the  interests  they  represent  would  be  better  subserved,  by  making 
a given  sum  from  a large  business,  than  by  realizing  it  from  a small 
one,  the  road  being  left  in  equally  good  condition  in  the  one  case 
as  in  the  other. 

The  western  trade  must  be  secured  to  Philadelphia,  without  re- 
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gard  to  present  profit,  and  it  must  be  retained  by  rates  of  charge  so 
low,  as  to  preclude  the  successful  interference  of  any  siyal  route. 

A continuance  of  this  policy,  it  is  believed,  will  ultimately  en- 
sure to  the  Stockholders  large  and  certain  profits,  while  it  yields 
advantages  of  at  least  equal  importance  to  the  community  at  large, 
who  are,  through  the  agency  of  the  municipal  corporations  of  the 
City  and  County  of  Philadelphia,  partners  in  the  concern,  to  the 
extent  of  half  the  capital  invested. 

Low  charges  and  thorough  system  will  give  to  Philadelphia  an 
effective  monopoly  of  that  trade  which  has  made  her  what  she  is, 
and  which,  rightly  used,  will  yet  make  her  the  metropolis  of  this 
continent. 

Great  as  have  been  the  reductions  made  through  the  instrumen- 
tality of  this  Compary,  the  people  of  Pennsylvania  have  yet  to 
learn  what  low  prices  are.  The  Piail  Roads  of  Boston,  managed  by 
her  most  sagacious  merchants,  have,  by  the  adoption  of  this  system, 
given  to  that  city  the  growth  of  a quarter  of  a century,  within  the 
last  five  years.  It  is  for  the  Pennsylvania  Rail  Road  to  perform 
the  same  office  for  Philadelphia  on  the  one  hand,  or  to  fall  with  her 
into  a state  of  premature  decrepitude  on  the  other. 

In  pursuance  of  this  policy,  the  Board  have  determined  to  re- 
duce the  first  class  passenger  fare,  from  and  after  the  1st  of  March 
next,  to  a uniform  rate  of  two  and  a half  cents  per  mile.  The 
extension  of  this  rate  to  the  roads  owned  by  the  Commonwealth, 
and  its  effect  upon  the  through  fare,  will  depend  upon  the  result  of 
negotiations  now  in  progress  with  the  Board  of  Canal  Commis- 
sioners. Under  an  agreement  with  that  body,  emigrants  have  been 
transported  from  Philadelphia  to  Pittsburg,  at  a fare  of  S3  75, 
and  the  business  promises  an  increase  of  revenue  to  the  State  as  well 
as  to  the  Company. 

An  arrangement  was  made  with  the  Canal  Board  during  the  past 

season,  by  which  it  was  expected  to  secure  the  transportation  of 
3 
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some  five  millions  of  feet  of  lumber  annually,  from  tlie  Clearfield 
region ; circumstances  of  subsequent  occurrence,  induced  the  Com- 
missioners to  add  sixty-six  and  two-thirds  to  the  reduced  maximum 
toll  originally  agreed  upon,  and  their  present  charge  is  in  effect  a 
prohibitory  tax. 

It  is  due  to  these  gentlemen  to  say,  that  they  have  always  met 
the  wishes  of  the  Board  in  a proper  spirit,  but  they  are  still  to  some 
extent  fettered  by  a system  of  high  charges,  the  abandonment  of 
which  must  be  left  for  time  and  their  own  good  sense. 

The  dilapidated  condition  of  the  Columbia  Bail  Boad  has  been  a 
source  of  much  anxiety  to  the  officers  of  this  Company,  as  well  as 
to  those  of  the  Commonwealth,  to  whose  charge  it  has  been  com- 
mitted, and  negotiations  are  now  pending,  upon  conditions  of  mutual 
advantage,  for  a sufficient  quantity  of  iron  to  relay  the  entire  north 
track  between  Columbia  and  the  junction  with  the  new  road,  near 
Whitehall. 

If  this  arrangement  shall  be  effected,  it  will  add  materially  to  the 
revenues  of  the  State,  while  it  will  accelerate  the  speed  and  lessen 
the  risk  of  transportation  by  this  Company. 

Warned  by  the  costly  experience  of  other  companies,  in  the 
enormous  advance  paid  for  the  additional  ground  required  from 
time  to  time  as  their  business  increased,  the  Board  determined  to 
secure  at  the  outset,  ample  space  for  the  accommodation  of  the 
business  of  the  Company,  at  the  eastern  terminus  of  the  Columbia 
Bail  Boad.  They  accordingly  purchased,  upon  ground  rent,  the 
city  lot  west  of  the  Permanent  Bridge  and  the  Powelton  Estate, 
together  with  a small  intervening  lot,  for  cash. 

The  owners  of  Powelton,  in  the  absence  of  a judicial  decision  or 
of  specific  legislation,  declined  conveying  that  estate  to  the  Com- 
pany, and  seven  Directors  voluntarily  became  liable,  on  behalf  of 
the  Company,  for  the  payment  of  the  annual  rent.  The  property 
is  still  held  in  their  individual  names,  where  it  must  remain  until 


35 


the  action  of  the  legislature  or  a decision  of  the  Supreme  Court 
shall  remove  all  doubt  as  to  the  right  of  the  Company  to  hold  real 
estate  beyond  the  termini  of  its  own  road. 

The  Board  congratulate  the  Stockholders  upon  the  partial  open- 
ing of  the  Ohio  and  Pennsylvania  Bail  Road,  and  upon  the  ad- 
vantages already  accruing  to  this  Company,  from  a direct  connec- 
tion with  Cleveland,  and  through  that  city  with  central  and 
southern  Ohio. 

The  credit  of  this  Company,  if  it  shall  be  deemed  advisable  by 
the  Stockholders  to  use  it  at  all,  may  be  judiciously  employed  here- 
after in  aiding,  to  a moderate  extent,  this  and  other  important 
western  connections,  whose  success  is  scarcely  less  necessary  to  the 
concentration  of  trade  and  travel  upon  Philadelphia,  than  the  com- 
pletion of  the  Pennsylvania  Rail  Road  itself. 

BY  ORDER  OF  THE  BOARD. 

W.  C.  PATTERSON, 

President. 


30 


€’f)t  Crrnsnm  Htpnrts 

AMOUNT  RECEIVED  PROM  STOCKHOLDERS  IN  PAYMENT  OF 


Instalments, 


AMOUNT  EXPENDED. 

EASTERN  DIVISION. 

Graduation  and  Masonry,  - $1,891,800  38 
Superstructure,  Ballast,  Bridges, 

Iron  Rails,  Sills,  Ties,  Chairs, 

Spikes,  &c.  &c.,  - 1,668,132  32 

Engineer  Department,  - - 169,016  81 
Land  Damages,  Fencing,  Real 

Estate,  Right  of  Way,  - - 266,014  97 

Station  Houses,  Warehouses, 

Foremen’s  Houses,  Machine 
Shops,  Repair  Shops,  Water 
Stations,  - 185,074  64 

Harrisburg  and  Lancaster  Rail 
Road  Repairs,  ...  5,209  31 


WESTERN  DIVISION. 

Graduation  and  Masonry,  - $1,747,620  60 
Superstructure,  Ballast,  Bridges, 

Iron  Rails,  Sills,  Ties,  Chairs, 

Spikes,  &c.,  - - - - 945,629  85 

Engineer  Department,  - - 141,865  58 

Land  Damages,  Fencing,  Real 

Estate,  Right  of  Way,  - - 104,338  34 

Station  Houses,  &c.,  - - - 33,539  56 


Organization  and  Expenses  of  Board, 
Locomotives  and  Cars,  - - - - - 

Lost  Baggage,  ------ 

Car  Sheds,  ------- 

Interest  chargeable  to  cost  of  construction, 
being  the  balance  of  interest  account, 
Balance  in  hands  of  Agents  and  Treasurer,  - 


Dolts.  C. 


4,185,248  46 


2,972,993 

93 

86,177 

87 

488,219 

88 

339 

53 

3,539 

08 

241,571 

07 

125,375 

18 

Dolls. 

8,103,465 


8,103,465 


V. 

00 


00 


[E.  E.] 

Philadelphia,  January  1,  1852. 


GEORGE  Y.  BACON,  Treasurer. 
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STATEMENT 

SHOWING  THE  RECEIPTS  AND  EXPENDITURES 


OF  THE 

TRANSPORTATION  DEPARTMENT, 

FOR  THE  TEAR  IS  51. 


Ft  E C E I P T S . 

From  Mails  and  Express,  -----  823,074  50 

Freight, 326,827  38 

Passengers, 404,771  70 


8754,673  58 


EXPENSES. 


^Conducting  Transportation,  - 

8210,328  33 

Motive  Power,  - 

91,086  74 

Maintenance  of  Way, 

50,057  93 

Maintenance  of  Cars, 

18,150  83 

Allegheny  Portage,  tolls,  &c.,  - 

37,184  93 

406,808  76 

Net  Receipts,  8347,864  82 

* Including  Tolls  and  other  Expenses 

on  Columbia  and  Harrisburg  and 

Lancaster  Rail  Road. 

FOURTH  ANNUAL  REPORT 


OF 


THE  CHIEF  ENGINEER. 


£nginm  Drjinrtninit,  Ppintistflnama  H.  E.  (fn. 

Philadelphia,  Janaary  15,  1853. 


To  the  President  and  Directors  of  the 

Pennsylvania  Kail  Road  Company. 

Gentlemen  : — In  submitting  the  Annual  Report  of  this  Depart- 
ment, I have  the  gratification  to  state,  that  the  several  sections  of 
the  Western  Division  of  the  road  promised  to  be  placed  in  readiness 
for  use  during  the  past  year,  were  transferred  to  the  control  of  the 
transportation  department,  at  the  periods  anticipated.  In  conse- 
quence of  the  limited  number,  and  riotous  disposition  of  the  laborers, 
we  scarcely  expected — early  in  the  season — -to  accomplish  this  im- 
portant object.  But  a timely  reinforcement,  secured  through  a 
judicious  arrangement  made  by  the  contractors,  facilitated  by  the 
free  transportation  of  men  to  Johnstown  by  this  Company,  at 
once  restored  peace  to  the  line,  and  instilled  new  life  into  the 
operations  upon  the  road.  Immediately  after  this  accession  of 
force,  it  became  apparent,  that  by  vigorous  and  unceasing  efforts, 
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our  wishes  could  be  realized,  which  were  gratified  on  the  10th  ult. 
At  that  time  thirty-three  miles  of  road  was  brought  into  use, 
including  eleven  and  three-fourths  miles  from  Pittsburg  to  Brin- 
ton  s,  (on  Tm tie  creek,)  and  a branch  of  two  and  three-fourths 
miles  to  Blairsville;  making,  with  the  twenty-two  miles  opened  in 
August,  fifty-seven  miles  of  road  finished  during  the  year. 

The  completion  of  these  portions  of  the  road,  has  left  a gap  in 
the  Western  Division  of  only  twenty-eight  miles  to  be  filled  up, 
which,  it  is  hoped,  will  be  reduced  to  eight  or  ten  miles  in  July 
next,  by  an  extension  of  the  western  end,  from  Brinton’s  to  near 
Greensburg.  It  is  confidently  expected  that  the  remaining  space 
will  be  closed  during  next  September,  completing  a continuous 
rail  road  from  Philadelphia  to  Pittsburgh  from  whence  there  is  at 
present  an  uninterrupted  line  to  Cleveland  and  Cincinnati. 

Such  is  the  character  of  the  grading  between  Greensburg  and 
Beatty — the  present  western  terminus  of  the  road — that  it  will 
require  our  utmost  exertions,  working  night  and  day  at  the  most 
difficult  points,  to  effect  this  object  within  the  time  stated.  A 
portion  of  the  grading  upon  the  line  lately  opened,  was  also  quite 
heavy,  and  had  to  be  forced , to  enable  us  to  reach  the  southern 
turnpike  by  the  close  of  navigation,  at  an  increased  outlay,  which 
a few  months  delay,  would  have  materially  lessened. 

I he  only  serious  impediments  to  an  earlier  extension  of  the  road 
from  Brinton’s  to  near  Greensburg,  are  sections  eighteen  and  nine- 
teen, which  c-annot  be  ready  for  the  rails  before  June  or  July.  The 
first  was  let  before  the  other  work  in  its  vicinity,  and  has  been  push- 
ed with  great  energy  by  the  contractors;  but  its  magnitude  and  diffi- 
cult character  will  prevent  its  completion — even  with  the  expendi- 
ture of  much  night  work — at  an  earlier  period  than  stated.  The 
unfinished  work  on  this  side  of  Greensburg  is  now  progressing  with 
as  much  rapidity  as  could  be  expected  under  the  circumstances. 
To  facilitate  the  completion  of  the  heavy  work  on  section  thirty- 
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seven,  a tunnel  of  sis  hundred  feet  in  length  has  been  substituted 
for  the  thorough  cut  through  solid  rock  (of  seventy-five  feet  in 
depth,)  first  proposed.  This  will  probably  be  the  last  point  to  admit 
the  passage  of  the  cars,  though  section  thirty -six  may  not  be  finished 
as  early;  but  a temporary  track  can  be  laid  over  it,  if  it  should 
become  necessary. 

That  portion  of  this  division  between  Johnstown’s  and  the  stone 
viaduct,  avoiding  inclined  plane  No.  1,  of  the  Portage  Rail  Road, 
will  not  be  ready  for  use  before  the  opening  of  navigation,  when  it 
is  expected  that  plane  No.  2,  and  shortly  afterwards  plane  No.  3, 
will  be  avoided  at  the  expense  of  the  Commonwealth,  thus  leaving 
but  seven  of  these  impediments  to  rapid  transit  upon  the  line  of 
that  work — all  contained  in  a space  of  ten  miles.  This  will  enable 
the  business  of  the  Portage  Road  to  be  better  systematized,  and 
greatly  facilitate  its  operations,  reducing  the  time  consumed  in  its 
passage  to  three  hours. 

The  whole  of  the  grading  upon  the  Mountain  Division  is  now 
under  contract,  and  is  progressing  with  considerable  rapidity.  The 
Allegheny  Tunnel  at  Sugar  Run  Summit,  which  forms  the  greatest 
obstacle  to  the  completion  of  this  division,  has  been  commenced  at 
each  end  and  at  two  of  the  shafts,  making  six  points  of  operation.  The 
progress  made  at  the  shafts  and  at  the  approaches,  has  not  been  as 
great  as  anticipated,  in  consequence  of  the  great  flow  of  water  en- 
countered ; which  has  caused  for  the  present,  the  abandonment  of  the 
third  shaft.  The  contractors  still  feel  confident,  that  they  will 
be  able  to  permit  the  passage  of  trains  through  it  during  the 
summer  of  1853.  But  I cannot  anticipate  so  early  a termination 
of  our  labors  at  this  difficult  and  uncertain  job,  though  it  can 
scarcely  throw  us  into  the  use  of  the  Portage  for  a third  winter. 
The  material  to  be  removed  is  for  the  most  part  easily  excavated, 
but  a considerable  portion  of  it,  probably  one-third,  will  require 
arching,  which  will  add  materially  to  its  cost.  The  unreliable 
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character  of  the  excavation  exposed  in  opening  the  eastern  approach 
to  the  tunnel,  induced  me  to  increase  the  gradient  upon  the  eastern 
slope  of  the  mountain  from  ninety-two  to  ninety-five  feet  per  mile 
on  straight  lines,  and  eighty-two  upon  curves  of  minimum  radii, 

seven  hundred  and  twenty  feet.  This  arrangement  reduces  the 

* 

length  of  the  tunnel  to  three  thousand  five  hundred  and  seventy  feet, 
and  the  maximum  gradient  to  nine  and  three-fourths  miles  in  length, 
commencing;  about  one  and  a half  miles  west  of  Altoona,  and  ex- 
tending  to  the  east  end  of  the  tunnel;  overcoming  in  that  distance 
a rise  of  eight  hundred  and  ninety-six  feet,  equal  to  an  average  of 
ninety-one  and  six-tenths  feet  per  mile.  By  continuing  the  maxi- 
mum gradient  of  the  Western  Division  through  the  tunnel,  we 
obtain  the  incidental  advantage,  if  it  should  at  a future  period 
become  desirable  to  avail  ourselves  of  it,  of  overcoming  the  moun- 
tain by  a single  inclined  plane,  worked  by  stationary  power,  to  be 
used  by  freight  trains,  instead  of  assistant  locomotives,  upon  the 
steep  gradient.  This  arrangement  would  make  the  maximum 
locomotive  gradient  west  of  Altoona  fifty-two  and  eight-tenths  feet 
per  mile  on  straight  lines.  Below  that  point,  it  has  been  before 
stated,  that  the  steepest  ascent  against  the  heavy  trade  is  but  ten 
and  a half  feet  per  mile.  Our  high  gradient  is,  however,  twenty-one 
feet  per  mile  less,  and  five  and  one-fourth  miles  shorter  than  the 
similar  ascent  of  the  Allegheny  mountain  on  the  Baltimore  and 
Ohio  Kail  Koad.  Upon  which  road  the  descent  upon  the  west  side 
of  this  barrier  is  at  the  same  inclination  as  the  ascent ; while  ours 
does  not  exceed  fifty-two  and  eight-tenths  feet  per  mile.  In  ad- 
dition to  the  Allegheny  mountain,  the  Baltimore  route  passes 
Laurel  hill,  which  we  avoid,  by  a gradient  on  each  side,  of  one 
hundred  and  five  feet  per  mile. 

The  difference  in  elevation  overcome  at  the  summit  of  the  Alle- 
ghenies, by  each  route,  is  four  hundred  and  forty-four  feet ; theirs 
being  two  thousand  six  hundred  and  twenty  feet  above  tide,  and 


43 


that  of  the  Pennsylvania  Rail  Road  two  thousand  one  hundred 
and  seventy-six  feet.  These  facts  are  not  presented  with  a view  of 
disparaging  that  important  work.  There  is  sufficient  business  for 
both;  hut  to  show  that  we  have  a line  which  can,  under  judicious 
management,  successfully  compete  with  our  Southern  rivals;  while 
for  the  trade  of  the  valley  of  the  Ohio,  our  Northern  competitor, 
in  consequence  of  its  greater  length,  and  large  investment  of 
capital,  cannot  meet  us  upon  equal  terms. 

Owing  to  the  difficulty  of  procuring  mechanics  during  the  year, 
in  consequence  of  the  demand  for  them  on  the  west  side  of  the 
mountain,  we  have  not  been  able  to  remove  much  of  the  temporary 
work  erected  on  the  Eastern  Division,  for  the  purpose  of  bringing 
it  into  early  use.  The  only  structure  completed,  is  a stone  bridge 
at  Grlasco’s  over  the  little  Juniatta.  The  remainder  of  the  work 
will  meet  early  attention  next  spring. 

The  following  revised  estimate  of  the  cost  of  the  wdiole  road  has 
been  made  with  great  care,  and  it  is  believed  that  it  will  be  found 
sufficient  to  meet  the  demands  for  the  work  specified.  The  Moun- 
tain Division,  to  be  graded  throughout  for  a double  track,  and  a 
single  track  laid. 

The  remainder  of  the  road  is  graded  upon  the  principles  stated 
in  my  first  report. 

To  make  available  the  "Western  Division  of  the  road,  we  had  to 
build  a connexion  between  it  and  the  Portage,  crossing  the  Cone- 
maugh  two  miles  above  Johnstown,  and  also  turnpike  the  road 
from  Beatty’s  to  the  Southern  pike,  items  not  heretofore  included 
in  the  estimate. 
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Total  cost  of  single  track  and  outfit,  . . 11,400,000  00 

Additional  Machinery  required  as  soon  as  the  Mountain  Division  is  opened,  . 600,000  00 

Total, 12,000,000  00 
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The  estimate  of  the  cost  of  the  Eastern  Division  remains  the 
same  as  heretofore  reported,  except  in  the  item  of  damages  and  real 
estate,  which  has  been  increased  §30,000,  to  meet  payments 
already  made  and  those  yet  to  he  met. 

The  estimate  of  the  Mountain  Division  has  been  raised  §125,000, 
caused  chiefly  by  large  savings  in  curvature  and  something  in  dis- 
tance. A preliminary  location  having  been  previously  made  of  this 
portion  of  the  road,  only. 

But  upon  the  Western  Division  it  has  been  necessary  to  increase 
the  estimate  of  the  grading  §270,000.  This  has  been  occasioned 
partly  by  the  necessity  of  forcing  a portion  of  the  work  faster  than 
it  could  be  economically  executed,  a course  which  was  fully  justified 
by  the  importance  of  the  object  to  be  secured.  The  additional  cost, 
however,  is  mostly  to  be  attributed  to  the  unexpectedly  difficult  cha- 
racter of  the  rock  encountered,  and  the  impossibility  in  many  cases 
of  obtaining  embankment  without  resorting  to  this  material  for 
their  construction. 

This  estimate  of  the  Western  Division  has  been  made  since  the 
character  of  the  work  has  been  fully  developed,  and  will  doubtless 
prove  sufficient,  unless  it  should  be  deemed  important  to  force  the 
remaining  heavy  work  more  rapidly  than  has  been  contemplated,  to 
secure  its  completion  within  the  time  stated. 

I have  included  in  the  foregoing  estimate,  the  amounts  that  will 
be  necessary  to  expend  for  the  passenger  and  freight  station  at 
Pittsburg,  except  the  cost  of  the  depot  lots,  but  have  omitted  those 
for  Philadelphia.  If  these  should  be  placed  west  of  the  Schuylkill, 
it  would  be  prudent  to  erect  at  present  only  temporary  buildings, 
for  the  purpose  of  demonstrating  the  suitableness  of  the  location 
for  the  transaction  of  the  general  freighting  and  passenger  business 
of  the  Company.  These  would  cost  from  §15,000  to  §20,000,  and 
when  abandoned  would  be  worth  thirty  per  cent,  of  this  sum  for 
the  old  materials. 
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The  question  of  a proper  location  of  our  depots  at  Philadelphia, 
is  one  of  much  importance,  and  should  meet  the  early  attention  of 
the  Board.  I feel  satisfied  that  our  passenger  station,  at  least  for 
the  trains  passing  over  our  own  road,  should  be  placed  at  a point 
from  whence  the  locomotives  could  convey  the  cars  directly  upon 
their  destination.  Under  present  circumstances  this  can  only  be 
accomplished  west  of  this  river.  Even  here,  the  best  point  upon 
the  property  possessed  by  the  Company,  will  be  influenced  by  the 
construction  of  other  bridges  across  this  stream,  and  hence, — if  it 
should  be  determined  that  this  is  the  true  place  for  the  station, — it 
becomes  a matter  of  prudence  to  omit  the  erection  of  permanent 
buildings,  until  their  exact  location  can  be  decided  upon  under- 
standingly. 

To  widen  the  grading  where  it  has  been  prepared  for  a single, 
and  lay  down  a double  track  from  Harrisburg  to  Pittsburg,  will  re- 
quire the  additional  expenditure  of  three  millions  six  hundred  thou- 
sand dollars.  It  has  been  proposed  to  lay  down  a double  track  upon 
that  portion  of  the  road  crossing  the  mountain,  at  once;  which  if  un- 
dertaken, should  be  extended  to  Huntingdon  or  Petersburg,  to  afford 
a point  for  the  transhipment  of  heavy  freight  that  may  be  conveyed 
in  the  return  cars,  carrying  the  large  amount  of  iron,  now  sent  from 
the  little  Juniatta  to  Pittsburg.  Such  a connection  with  the  canal, 
will  also  relieve  the  carrying  department  of  freights  not  requiring 
dispatch — during  seasons  of  pressure  upon  its  means  of  transporta- 
tion— to  be  conveyed  thence  by  the  Tide  Water  Canal,  or  the  Union 
(if  that  work  should  be  enlarged  throughout,)  to  the  city. 

The  difference  in  the  length  of  the  State  improvements,  and  our 
own  road  between  Pittsburg  and  Huntingdon,  is  thirty-six  miles, 
this  will  be  increased  to  about  forty-four  miles,  if  the  new  road 
commenced  by  the  Commonwealth,  to  avoid  the  Portage  planes, 
should  be  built.  This  difference,  united  with  a saving  of  one  tran- 
shipment, is  sufficient  under  any  reduction  of  tolls  that  may  be 
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fixed  by  the  Canal  Commissioners  for  the  purpose  of  revenue, 
to  transfer  to  this  part  of  our  line  at  least,  all  the  heavy  as  well  as 
light  through  freights. 

To  complete  a double  track  road  upon  this  portion  of  the  line, 
say  twenty-seven  miles  east,  and  thirty-seven  west  from  Al- 
toona, will  require  an  expenditure  beyond  the  foregoing  estimate 
for  a single  road,  of  about  eight  hundred  and  fifty  thousand  dollars. 
The  advantages  insured  by  such  an  expenditure,  in  the  increased 
regularity  of  the  trains,  and  ability  to  enlarge  our  business,  will 
greatly  exceed  the  interest  upon  this  sum ; and  it  is  therefore 
recommended,  as  soon  as  the  means  of  the  Company  will  admit  of 
their  application  to  that  object. 

I took  occasion,  in  my  last  annual  report,  to  submit  a few  re- 
marks upon  the  relative  position  of  the  State  works  and  those  of  the 
Pennsylvania  Rail  Road  Company,  with  a view  of  disabusing  the 
public  mind  as  to  the  supposed  rivalry  between  these  works.  I 
then  stated,  that  the  true  competitors  of  these  improvements  were 
the  Baltimore  and  Ohio,  and  the  New  York  and  Erie  Rail  Roads, 
and  that  the  Pennsylvania  Rail  Road  came  in  to  prevent  the  trans- 
fer of  business  from  the  Pennsylvania  works,  to  the  superior  com- 
munications referred  to.  This  argument  received  hut  little  credit,  in 
consequence  of  the  deep-rooted  prejudices,  in  relation  to  the  greater 
cheapness  of  canal  transportation,  which  has  been  deemed  sufficient 
to  continue  the  trade  in  its  present  channels,  notwithstanding  the 
three  transhipments  encountered  upon  the  main  line.  As  this 
delusion  still  continues,  I propose  in  a few  words,  accompanied  by 
a statement  of  facts  derived  from  the  experience  of  other  companies, 
to  show  that  the  popular  opinion,  however  correct  it  might  have 
been  when  formed,  has  by  the  improvements  since  made  in  rail  road 
machinery,  been  rendered  erroneous. 

The  great  element  that  controls  the  rates  of  transportation,  as 
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well  as  all  other  business,  is  competition.  Where  this  does  not 
exist,  it  should  he  the  duty — as  it  is  the  true  policy  of  a corporation 
to  so  arrange  its  charges,  as  to  produce  the  largest  amount  of  busi- 
ness, consistently  with  a due  regard  to  a reasonable  profit,  upon  the 
capital  invested  in  their  work.  But  should  rival  improvements  be 
constructed,  which  from  any  cause  may  offer  to  convey,  either 
freight  or  passengers  that  should  pass  over  our  route,  at  reduced 
prices  or  increased  speed,  such  competition  must  be  met,  and  any 
reduction  necessary  to  effect  it,  levied  upon  those  articles  that 
cannot  be  diverted  from  their  accustomed  channel,  and  can  bear 
the  additional  assessment. 

The  Baltimore  and  Ohio  Bail  Boad  Company  have  stated  in  their 
last  annual  report,  that  they  intend  to  place  their  charge  upon  light 
merchandize,  at  fifty  cents  per  one  hundred  pounds,  between  Balti- 
more and  Wheeling,  a distance  of  three  hundred  and  eighty  miles. 
The  New  York  and  Erie,  and  other  roads,  now  carry  at  equally  low 
rates,  and  upon  the  same  basis  heavy  articles  will  be  carried  by 
them  at  from  twenty  to  thirty  cents  per  one  hundred  pounds  for  this 
distance.  The  length  of  the  Baltimore  and  Ohio  Bail  Boad  is 
twenty-six  miles  greater  than  our  route  from  Philadelphia  to  Pitts- 
burg, consequently,  under  the  doctrine  that  I have  stated,  we  cannot 
charge  higher  rates  than  they  adopt. 

The  question  then  necessarily  arises,  can  transportation  be 
effected  upon  the  state  improvements,  upon  these  terms,  and  afford 
a net  revenue  to  the  Commonwealth,  or  yield  as  much  to  the 
treasury  of  the  State  as  though  it  was  carried  upon  the  Pennsyl- 
vania Bail  Boad?  If  it  cannot;  then  it  follows,  that  but  for  con- 
struction of  this  road,  the  whole  of  the  business  of  the  State  works, 
from  or  beyond  Pittsburg,  would  have  ceased  to  distribute  the 
profits  of  its  transportation  through  Pennsylvania.  To  more  clearly 
demonstrate  this  point,  I will  submit  an  estimate  of  the  present 
cost  of  carrying  goods  by  the  State  improvements. 
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The  present  reduced  maximum  charges,  including  wheel  toll, 
made  by  the  Commonwealth  upon  through  dry  goods,  &c.,  is,  per 

one  hundred  pounds, - 28  cents. 

The  State  at  present  receives  from  the  Pennsylvania  Rail 
Road  Company,  in  taxes  and  tolls  for  the  transportation 
of  like  merchandize  over  the  Columbia  and  Portage  Rail 
Road,  and  Western  Division  of  the  Pennsylvania  Canal, 
thirty -four  cents  per  one  hundred  pounds ; showing  a loss  at 
present,  to  her  treasury,  of  sixty-eight  cents  per  ton, 
upon  all  goods  of  this  class,  shipped  wholly  upon  her 
own  works.  But  if  we  leave  out  the  Portage  Road,  and 
Western  Division  of  the  canal;  now  temporarily  used,  the 
revenue  upon  these  articles  passing  over  the  Pennsyl- 
vania Rail  Road  at  present  rate  of  tolls  on  the  Columbia 
Rail  Road,  will  be 20  cents. 

Making  the  whole  reduction  that  can  be  made  upon  them, 
without  destroying  the  net  revenue  of  the  Common- 
wealth, but  ------  8 cents. 

The  lowest  charge  upon  dry  goods  ever  made  upon  the  State 
works,  between  Philadelphia  and  Pittsburg,  delivered  in 
seven  days,  is  - - - - - - - 15  “ 

Tolls  paid  by  transporters,  - 28  “ 

Leaving  their  gross  profits,  47  cents, 

only  three  cents  per  one  hundred  pounds  less  than  the  whole  proposed 
charge  of  the  Baltimore  and  Ohio  Rail  Road  Company.  Take  off 
the  above  eight  cents,  and  admit  that  the  transporters  could  reduce 
their  gross  profits  twenty  per  cent.,  by  a reduction  of  expenses — 
which  is  doubtful — we  leave  the  rate  by  the  canal  at  sixty  cents  per 
one  hundred  pounds,  with  a difference  in  time  against  it,  of  five  days. 
At  present  this  difference  is  but  three  days,  yet  it  is  sufficient  to 

give  a large  share  of  this  description  of  goods  to  the  Rail  Road,  at 
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thirty-three  and  one-third  per  cent,  higher  rates.  Supposing  that 
this  premium  would  continue  a portion  of  the  business  upon  the 
canal,  notwithstanding  the  difference  in  time  between  the  two 
improvements  had  been  increased  to  five  days ; the  Rail  Road  charge 
would  have  to  be  placed  at  eighty  cents  per  one  hundred  pounds,  to 
admit  of  it.  While  the  Baltimore  and  Ohio  Rail  Road  Company,  as 
I have  before  stated,  only  purpose  charging  fifty  cents ; a differ- 
ence of  thirty  cents  per  one  hundred  pounds — equal  to  four 
times  the  cost  of  shipping  merchandize  from  Pittsburg  to  Wheeling, 
or  up  the  Monongahela  to  Fairmount,  with  the  reduced  Rail  Road 
charge  from  that  point. 

A similar  calculation  in  relation  to  heavy  goods,  will  produce 
equally  unfavorable  results,  and  it  would  seem  impossible,  if  these 

A 

only  are  left  to  the  canal,  for  transporters  to  carry  them  at  present 
rates,  as  their  net  profits  are  now  almost  wholly  made  upon  light 
merchandize. 

It  must  appear  evident  to  every  unprejudiced  mind,  that  will 
carefully  weigh  the  facts  that  I have  presented,  that  the  construc- 
tion of  the  Pennsylvania  Rail  Road  will  alone  prevent  the  through 
transportation  from  Pittsburg,  from  floating  down  the  Ohio  to 
Wheeling,  or  up  the  Monongahela  to  Fairmount;  leaving  the  works 
of  the  Commonwealth  without  this  business,  and  enriching  a neigh- 
boring state,  with  the  disbursements  necessary  for  the  conveyance 
of  her  people  and  produce  to  and  from  the  sea-board  markets. 

The  three  transhipments  upon  the  main  line  of  the  State  works, 
is  the  chief  cause  of  their  inferiority  as  a means  of  transit  to  the 
more  modern  improvements.  The  cost  of  these,  on  articles  of  little 
value,  are  alone  twenty-jive  per  cent,  of  the  whole  proposed  charge 
between  WTheeling  and  Baltimore. 

In  addition  to  this,  it  may  now  be  stated  as  a well  ascertained 
fact,  that  locomotive  steam  power  on  Rail  Roads,  for  the  convey- 
ance of  freight,  is  as  cheap,  if  not  cheaper,  than  horse  power  on 
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second  class  canals,  such  as  those  of  Pennsylvania,  omitting  the 
element  of  time.  But  in  this  age  of  steam  and  electricity,  time  is 
too  important  an  element  in  its  effects  upon  the  cost  of  transporta- 
tion, to  he  overlooked.  In  consequence  of  the  increased  expedi- 
tion upon  rail  roads,  the  passenger  traffic,  live  stock,  all  valuable 
merchandize  and  perishable,  articles,  are  necessarily  secured  to  them 
without  competition.  Possessing  these  to  realize  a profit  upon  the 
investment  from,  a rail  road  doing  a large  business,  can  afford  to 
carry  heavy  articles  at  the  actual  cost  of  transportation.  In  some 
instances,  it  is  both  politic  and  profitable — as  paradoxical  as  it  may 
appear — to  go  below  even  this  standard,  while  a competing  canal 
is  reduced  to  the  necessity  of  levying  the  whole  of  its  profits,  upon 
this  description  of  business  only.  Every  merchant  is  sensible  of 
the  practical  workings  of  this  principle,  in  his  daily  transactions; — 
and  I will  take  this  occasion  to  remark — that  the  failure  of  many 
public  works  may  be  traced  to  the  violation  of  common  business 
views,  in  their  management,  under  the  supposition  that  so  impor- 
tant and  complex  a machine  as  a rail  road  or  canal,  must  be  regu- 
lated by,  principles  incomprehensible  to  the  uninitiated. 

The  erroneous  impressions,  at  present  existing  in  the  public 
mind,  in  relation  to  the  greater  cheapness  of  canal  transportation, 
under  all  circumstances,  which  caused  such  immense  outlays  in 
Pennsylvania  upon  this  kind  of  improvement,  may  have  been,  to  a 
great  extent,  correct  at  the  periods  they  were  undertaken ; but  the 
successful  introduction  of  the  great  improvement  of  the  age — steam 
power — upon  rail  roads,  has  changed  the  merits  of  the  question,  and 
has  rendered  it  necessary  that  some  other  motive  power  than  horses 
should  be  introduced  upon  canals,  to  enable  them  to  regain  their 
former  superiority.  In  the  valley  of  the  Schuylkill,  we  have  a first 
class  canal  and  rail  road,  competing  for  the  transportation  of  heavy 
freight,  with  the  following  results. 
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The  cost  of  transporting  Coal  per  ton  by  Rail  Road,  from 
Pottsville  to  Philadelphia, — omitting  repairs  of  road, 
general  office  expenses,  and  interest  on  cost  of  improve- 
ment, is-------  - 38^  cts. 

The  charge  made  for  boating  coal  by  horse  power,  on 

Schuylkill  Canal  is,  per  ton  - • - - - 60  “ 

Making  difference  in  favor  of  Railroad,  per  ton,  of  - 21T4ff  cts. 


The  whole  cost  of  transportation,  per  ton,  upon  the  Reading 
Rail  Road,  including  the  items  above  omitted,  except  interest  on 
cost  of  the  improvement,  was  last  year  56  cents,  which  is  less  than 
the  boat  charges  on  the  canal  only.  I believe,  however,  that  the 
advantage  possessed  by  that  canal,  in  its  ability  to  pass  its  boats 
direct  to  New  York,  and  other  points  upon  the  river,  without  tran- 
shipment, together  with  the  large  increase  of  business  that  must 
annually  take  place  in  this  branch  of  trade,  will  afford  it  an  annu- 
ally increasing  revenue.  This,  however,  is  a fair  view  of  the  rela- 
tive merits  of  each  improvement,  worked  by  the  respective  motive 
powers,  now  used  upon  them. 

The  large  debt  of  the  Reading  Rail  Road,  caused  in  a great  mea- 
sure by  its  former  financial  embarrassments,  has  rendered  necessary 
the  establishment  of  higher  rates  of  freight,  than  its  immense  busi- 
ness and  favorable  gradients  would  seem  to  justify.  The  Baltimore 
and  Ohio  Rail  Road  Company  at  present  transport  coal,  from  Cum- 
berland to  Baltimore,  one  hundred  and  seventy-nine  miles, — twice 
the  length  of  the  Reading  Road, — over  gradients  against  the  trade, 
at  one  point  rising  to  eighty-two  feet  per  mile,  for  $2  00  per  ton ; 
at  equal  rates  per  mile,  the  Reading  Rail  Road  charge  should  be 
but  §1  00,  while  it  has  averaged  this  year  $1  22 £ per  ton. 

It  may  be  considered  that  I have  passed  beyond  the  legitimate 
objects  of  this  report,  in  the  foregoing  remarks;  but  I have  deemed 
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them  necessary  to  meet  a popular  error,  which  has  influenced  the 
action  of  those  who,  to  a considerable  extent,  control  the  destinies 
of  this  Company,  and  have  heretofore  considered  this  road  as  a rival 
to  the  State  works,  instead  of  an  improvement,  which  is  essential  to 
the  profits  of  a portion  of  them,  and  necessary  to  retain  the  through 
transportation  within  the  borders  of  the  Commonwealth. 

The  tax-payers  of  the  State  cannot  view  the  construction  of  the 
Pennsylvania  Kail  Koad  with  alarm,  as  it  will  abstract  no  transpor- 
tation of  importance  from  her  works,  that  would  not  have  sought 
other  channels  to  market ; but  on  the  other  hand,  will  return  to 
her  treasury  an  increased  revenue  from  her  connecting  work, 
more  than  will  be  drawn  from  the  other  portions  of  the  main 
line.  The  change  of  business  will  not  be  sudden,  but  must  be  the 
work  of  some  years,  leaving  time  for  the  growth  of  a local  transpor- 
tation, to  sustain  the  otherwise  unproductive  portions  of  the  State 
improvements. 

Although  rail  roads  may  compete  with  canals,  in  the  transporta- 
tion of  freights  of  all  kinds,  yet  they  cannot  do  so  successfully  with 
river  navigation,  adapted  to  large  steamers,  uninterrupted  by  low 
water.  This  Company  possess  the  shortest  and  best  communication 
between  the  Atlantic  and  Ohio  Kiver — the  great  artery  of  trade, 
which  forms  the  borders  of  so  many  States,  and  is  fringed  on  either 
shore  by  numerous  and  populous  towns,  that  have  been  attracted  to 
its  side,  in  consecpience  of  its  having  been,  heretofore,  the  ouly 
available  outlet  to  market,  for  the  products  of  a large  portion  of 
nearly  one-half  of  the  States  of  this  Union. 

Should  this  river  be  improved,  so  as  to  secure  this  object, — 
which  it  is  entirely  practicable  to  accomplish, — its  pre-eminence 
will  be  maintained,  and  the  cities  created  by  its  influence,  will  con- 
tinue to  increase  and  prosper ; but  if  left  to  the  uncertain  navigation 
that  now  exists,  a large  share  of  the  trade,  that  is  at  present  at- 
tracted to  them  by  the  comparatively  cheap  river  transportation, 
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which  has  been  the  means  of  their  existence,  will  find  vent  over  the 
new  outlets,  formed  by  the  numerous  rail  roads  now  being  con- 
structed towards  the  Atlantic. 

To  none  does  the  importance  of  this  subject  present  stronger 
claims  upon  their  attention,  than  the  citizens  of  Pittsburg  and  Phila- 
delphia, and  the  Stockholders  of  the  Pennsylvania  Rail  Road.  With 
such  an  improvement  of  this  river  as  is  contemplated,  the  former  city 
will  be  made  the  depot  of  this  great  and  fertile  valley,  from  whence 
the  shortest,  cheapest  and  best  route  to  the  seaboard  will  be  made. 
There  is  no  authority  that  can  accomplish  this  object,  except  that  of 
the  general  government.  A concert  of  action  among  all  the  States 
interested,  and  an  equitable  distribution  of  the  burthens  which  it 
might  entail  upon  each,  would  be  impossible.  The  object,  however, 
is  too  important  to  be  permitted  to  slumber,  and  it  should  be  earn- 
estly pressed  upon  the  attention  of  the  councils  of  the  Union,  who, 
it  has  been  admitted  by  the  strictest  political  sect,  possess  the  con- 
stitutional power  to  undertake  the  enterprise. 

The  improvement  of  this  river,  as  well  as  the  construction  of  our 
own  rail  road,  seems  to  be  as  fully  entitled  to  the  consideration  of 
Congress,  from  their  effects  upon  the  value  of  the  public  lands,  as 
those  roads  that  have  received  such  munificent  bequest  from  the 
common  property  of  all  the  States. 

The  effects  of  these  favored  works  are,  doubtless,  greater  in  their 
local  influences,  and  hence  more  appreciable ; but  they  cannot  in- 
crease, to  the  same  extent,  the  value  of  the  whole  public  domain. 
The  very  plausible  arguments,  therefore,  that  have  justified  these 
local  appropriations  of  lands,  have  no  equitable  foundation. 

I am  not  prepared  to  state  what  would  be  the  best  means  of  im- 
proving this  river.  Mr.  Ellet,  a distinguished  civil  engineer,  has 
presented  to  the  public,  a plan  which  is  novel,  and  if  facilities  are 
afforded  by  the  topography  of  the  country,  for  the  construction  of 
reservoirs  such  as  he  has  proposed,  at  a reasonable  cost,  it  may, 
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with  some  modification,  prove  to  he  the  best.  Its  merits  are  cer- 
tainly worthy  of  a full  and  careful  examination;  and  if  adopted,  and 
successfully  carried  into  effect,  our  country  will  have  the  honor  of 
introducing  a new  system  of  river  engineering,  which  must  prove  of 
incalculable  advantage  to  the  world. 

In  closing  this  report,  it  gives  me  pleasure  to  repeat  my  obliga- 
tions to  Edward  Miller,  Esq.,  Associate  Engineer,  and  his  principal 
assistants,  Messrs.  G.  W.  Leufifer,  0.  W.  Barnes,  Thomas  Seabrook, 
and  T.  H.  Dupuy,  for  their  untiring  efforts  in  pressing  forward  that 
portion  of  the  work  committed  to  their  supervision.  Also  to  Strick- 
land Kneass,  Principal  Assistant  Engineer,  who  has  had  charge, 
under  my  immediate  direction,  of  the  grading  upon  the  eastern 
slope  of  the  mountain,  and  the  erection  of  the  shops  and  engine 
houses  at  Altoona,  which  will  he  in  readiness  for  use  during  the 
ensuing  Spring. 

All  of  which  is  respectfully  submitted  by 

Your  obedient  servant, 

J.  EDGAR  THOMSON, 

Chief  Engineer. 
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TABLE 

Showing  the  Distances  from  Harrisburg ) and  the  Elevations  above 


Tide , of  the  main 

Road. 

points  on 

the  Line 

of  the  Pc, 

Distances 

Elevation 

from 

above 

Harrisburg. 

Tide. 

Harrisburg,  - 

- 

- 

- 

0.0 

310 

Cove,  - 

- 

- 

- 

10.4 

334 

Duncannon,  - 

- 

- 

- 

14.4 

345 

Bailey’s, 

• 

- 

- 

22.6 

375 

Newport, 

- 

- 

- 

27.3 

383 

Millerstown, 

- 

- 

- 

32.6 

396 

Tuscarora,  - 

- 

- 

- 

37.7 

408 

Mexico, 

- 

- 

- 

44.0 

422 

Perrysville,  - 

- 

- 

- 

46.1 

430 

Mifflin, 

- 

- 

- 

48.7 

429 

Lewistown,  - 

- 

- 

- 

60.6 

488 

Anderson, 

- 

- 

- 

67.8 

488 

Me  Y eytown, 

- 

- 

- 

72.5 

510 

N.  Hamilton, 

- 

- 

- 

82.5 

586 

Mount  Union, 

- 

- 

- 

85.5 

585 

Mapleton, 

- 

- 

- 

88.8 

581 

Mill  Creek,  - 

- 

- 

- 

92.1 

590 

Huntingdon, 

- 

- 

- 

97.1 

610 

Petersburg,  - 

- 

- 

- 

103.5 

663 

Barre  Forge, 

- 

- 

- 

106.8 

714 

Tunnel, 

- 

- 

- 

108.5 

748 

Spruce  Creek, 

- 

- 

- 

109.4 

766 

Union  Furnace, 

- 

- 

- 

111.1 

789 

Birmingham, 

- 

- 

- 

114.3 

857 
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Tyrone,  - 

Tyrone  City,  - 

Tipton’s  Run,  - 

Fostoria,  - 

Bell’s  Mills, 

Blair  Furnace,  - 
Intersection  of  Banck  and  Main 
Line,  - 

Altoona,  - 

Kittaning  Point,  - 
West  end  Allegheny  Mountain 
Tunnel,  - 

Clearfield  Ridge,  - 
Northern  Turnpike, 

Cresson,  - 

Opposite  foot  of  Plane  No.  4, 
Crossing  Plane  No.  3,  - 
Opposite  Jefferson, 

Pringle’s  Point  Summit, 
Summerhill,  - 
Big  Viaduct,  A.  P.  R.  R., 
Conemaugh  Station, 

Johnstown  Passenger  Station, 
MagiU’s  Conemaugh  Furnace, 
Nineveh  Water  Station, 

New  Florence,  - 
Lockport  Station,  - 
Bolivar,  .... 
Blairsville  Branch, 

Hill  Side  Water  Station, 


Distances 

Elevation 

from 

above 

Harkisbcbg. 

Tide. 

116.3 

’ 886 

116.6 

892 

120.9 

983 

123.0 

1021 

124.5 

1049 

128.0 

1100 

131.0 

1155 

131.1 

1168 

137.0 

1623 

[tain. 

143.1 

2161  Summit  of  Moun- 

144.5 

2114 

146.3 

2022 

147.1 

1996 

149.2 

1891  Portage  Rail  Road. 

151.1 

1797  .do 

156.2 

1561  do 

158.1 

1570 

158.8 

1559 

162.2 

1458 

167.7 

1226 

169.9 

1184 

177.5 

1136 

179.5 

1121 

183.7 

1074 

188.1 

1054 

189.9 

1032 

194.8  • 

1117 

198.8 

1129 
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Distances  Elevation 
from  above 

IIarrisburs.  Tide. 

Rhey’s  Mill,  Summit  of  Grade,  200. G 1162 

Derry  Station,  Mossh older’ s,  - 202.3  1174 

Sindorff’s  Summit,  - - 202.8  1186 

St.  Clair,  ...  . >204.8  1085 

Latrobe,  east  end  of  Level 

Grade,  ....  207.5  1004 

Loyalhanna  River,  (grade,)  - 207.6  1004 

Beatty’s  Station,  - 200.8  1073 

Rodger’s  Summit,  - - 212.6  1213 

Greatest  depression  crossing 

Crab  Tree,  - - - 213.3  1176 

George’s  Summit,  - - 213.9  1200 

Greatest  depression  crossing 

Seewickly,  - - - 216.5  1062 

Greensburgh  Passenger  Sta- 
tion, ...  . 217.1  1091 

Barclay’s  Summit,  - - 218.7  1171 

Painter’s  Mill,  Manor  Station,  224.6  934 

Tinker  Run  Station,  Irvin’s,  - 226.6  884 

Stewart’s,  near  mouth  of  Brush 

Creek,  - 231.3  792 

Turnpike crossingTurtle Creek,  235.4  750 

Turtle  Creek  Station, Brinton’s,  236.5  757 

Braddock’s  Field,  Mansion 

House,  ...  - 238.0  826 

Wilkinsburg  Passenger  Station,  241.3  922 

East  Liberty,  head  of  Steep 

Grade,  - 243.6  917 

Canal  Bridge,  Pittsburg,  - 248.2  748 

Elevation  of  extreme  low  wa- 
ter, -----  700 
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SUPERINTENDENT  OF  TRANSPORTATIO 


(Urnrrnl  lErnnspnrtntinn  (Pfrr,  pm.  t\.  11.  Cn., 

Harrisburg,  January  X,  1853. 

To  the  President  and  Directors  of  the 

Pennsylvania  Rail  Road  Company. 

Gentlemen  : — The  commencement  of  the  last  fiscal  year,  found 
the  Pennsylvania  Rail  Road  in  operation  as  far  as  the  western  ter- 
mination of  the  Eastern  Division  of  the  Pennsylvania  Rail  Road,  with 
a connection  with  the  Allegheny  Portage  Rail  Road,  near  Holli- 
daysburg;  since  that  time,  portions  of  the  Western  Division  have 
been  brought  into  operation,  and  transportation  between  Philadel- 
phia and  Pittsburg  is  now  conducted  over  several  separate  links, 
formiug  a broken,  and  to  some  extent,  unsatisfactory  chain  of  com- 
munication between  the  two  extreme  termini  of  the  line. 

The  first,  or  eastern  portion  of  the  route,  is  formed  by  that  part 
of  the  Philadelphia  and  Columbia  Rail  Road  which  lies  east  of 
’ Dillerville;  the  length  of  which  is  seventy-one  miles.  This  im- 
provement is  owned  and  operated  by  the  Commonwealth  of  Penn- 
sylvania, and  is  controlled  and  managed  by  the  Board  of  Canal 
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Commissioners,  and  officers  appointed  by  them.  The  State  fur- 
nishes motive  power,  hut  participates  in  no  other  way,  in  the 
conduct  of  transportation  upon  the  road,  which  is  open  to  the  free 
use  of  individual  transporters. 

d he  Lancaster  and  Harrisburg  Rail  Road,  from  its  intersection 
with  the  Columbia  Rail  Road,  at  Dillerville,  is  thirty-six  miles  in 
length,  and  is  operated  by  the  Pennsylvania  Rail  Road  Company, 
under  a contract  with  the  Company  owning  the  road.  The  Penn- 
sylvania Rail  Road  Company  furnish  all  the  motive  power,  and  the 
cars  used  in  their  own  business,  hut  do  not  attend  to  the  repairs  of 
track  or  bridges. 

rlhe  Eastern  Division  of  the  Pennsylvania  Rail  Road  extends 
from  Harrisburg  to  Altoona,  a distance  of  one  hundred  and  thirty- 
two  miles,  from  which  a branch  of  six  miles  connects  it  temporarily 
with  the  Allegheny  Portage  Rail  Road,  at  a point  about  one  and 
a quarter  miles  west  of  Hollidaysburg. 

The  Portage  Rail  Road  is  owned  by  the  Commonwealth  of  Penn- 
sylvania, and  forms  part  of  the  main  line  of  rail  road  and  canal 
connecting  the  Cities  of  Philadelphia  and  Pittsburg;  its  length 
from  the  intersection  with  the  Pennsylvania  Rail  Road  is  thirty- 
four  miles,  and  the  ascent  and  descent  of  the  mountain  are  each 
effected  by  five  inclined  planes.  Two  miles  east  of  Johnstown,  a 
connection  was  made  on  the  25th  of  August,  1851,  with  the  Port- 
age Rail  Road,  and  twenty  miles  of  the  Western  Division  of  the 
Pennsylvania  Rail  Road,  extending  to  Lockport,  was  brought  into 
use. 

Until  the  recent  extension  to  the  Greensburg  pike,  the  tranship- 
ment of  passengers  and  freight  was  effected  at  Lockport,  where  a 
temporary  building  was  erected  by  the  Pennsylvania  Rail  Road 
Company  to  afford  shelter  to  passengers : and  a substantial  brick 
warehouse  was  built  by  J.  Covode,  Esq.,  Agent  of  the  Company, 
to  accommodate  the  freight  transportation,  which,  until  the  com- 
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pletion  of  the  road  to  Pittsburg,  must  coutinue  to  he  transhipped 
at  this  place  during  the  season  of  canal  navigation. 

On  the  10th  of  December,  the  Western  Division  of  the  road  was 
extended  to  Beatty’s  station,  two  miles  west  of  the  new  town  of 
Latrobe,  within  one  and  three-quarter  miles  of  the  Southern  or 
G-reensburg  turnpike,  and  to  a distance  of  forty-two  miles  west  of 
the  intersection  with  the  Portage  Bail  Boad,  near  Johnstown.  At 
the  same  time  eleven  miles  of  road  between  Pittsburg  and  Turtle 
creek  were  opened  for  travel;  the  intermediate  portion  of  twenty- 
seven  miles  is  at  present  operated  by  stage  and  wagon  lines,  but 
it  is  expected  that  in  the  month  of  September  next,  the  whole  of  the 
Western  Division  will  be  completed;  thus  securing  a continuous 
line  of  railway  from  Philadelphia  to  the  Ohio  river,  over  which 
cars  can  pass  without  transhipment.  When  this  is  accomplished, 
Philadelphia  may  expect  to  realize  some  of  the  substantial  advan- 
tages which  must  result  from  the  construction  of  her  great  work ; 
but  not  to  the  same  extent  that  would  be  possible  with  a continuous 
road,  free  from  the  evils  of  divided  management. 

The  peculiar  position  of  the  line  between  Philadelphia  and 
Pittsburg,  at  this  time,  consisting  of  not  less  than  seven  separate  and 
distinct  portions,  without  including  the  Columbia  and  Blairsville 
branches,  owned  and  operated  to  some  extent  by  parties  whose 
interests  are  not  considered  as  identical,  increases  greatly  the  diffi- 
culties connected  with  its  operation,  and  limits  its  capacity  for 
business  when  compared  with  a road  of  equal  extent  directed  by 
one  mind  and  free  from  similar  restrictions.  These  difficulties 
have  been  increased  during  the  present  winter  in  a very  great 
degree  by  the  unusual  severity  of  the  weather,  the  quantity  of 
snow,  and  the  frequency  of  drifts. 
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THE  COLUMBIA  AND  PHILADELPHIA  RAIL  ROAD 

Is  improving  rapidly;  although  there  were  defects  in  the  original 
location  that  cannot  he  remedied,  yet  the  line  is  susceptible  of  great 
improvement  by  partial  changes  that  will  soon  be  completed. 
Arrangements  have  been  made  to  relay  the  north  track  with  heavy 
rail,  and  finally  to  reconstruct  the  whole  superstructure ; the  com- 
pletion of  which  improvements  will  materially  lessen  the  risk  of 
transportation,  add  to  the  speed  attainable  with  safety  by  passenger 
trains,  and  increase  the  proportion  of  paying  over  dead  weight,  by 
permitting,  without  additional  risk,  a great  increase  in  the  loading 
of  the  cars. 

The  Columbia  Rail  Road  was  located,  constructed,  and  has  been 
operated  as  a public  highway,  for  the  accommodation  of  individuals 
and  small  associated  and  unincorporated  companies:  the  rules  and 
regulations  of  the  road,  designed  for  the  detection  and  prevention 
of  fraud,  although  applicable  to  parties  doing  business  on  a small 
scale,  are  exceedingly  annoying  when  applied  to  more  extended 
operations:  and  when  the  business  of  the  Pennsylvania  Rail  Road 
approximates  to  its  capacity,  the  attempt  to  enforce  them  must  be 
ruinous  to  our  interests.  Some  of  the  inconveniences  to  which  the 
Pennsylvania  Rail  Road  is  subjected  were  enumerated  in  a report 
to  the  President  of  the  Pennsylvania  Rail  Road  Company,  a con- 
densed copy  of  which,  with  some  alterations  and  omissions,  accompa- 
nies this  report. 

LANCASTER  AND  HARRISBURG  RAIL  ROAD. 

This  road  has  been  completely  relaid  with  heavy  T rail,  and  the 
Company  have  contracted  for  raising  the  track  and  ballasting  the 
whole  road.  It  is  also  proposed  to  alter  the  grades  between  Harris- 
burg and  Middletown  to  conform  to  those  of  the  Pennsylvania  Rail 
Road.  These  improvements  will  make  it  a first  class  road,  will 
save  expense  in  the  repair  department  of  the  Company  owning  it, 
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and  greatly  reduce  the  risk  of  accident  to  the  party  by  whom  it  is 
operated. 


PENNSYLVANIA  RAIL  ROAD. 

The  business  of  the  Pennsylvania  Rail  Road  is  divided  into  four 
general  departments,  viz  : Maintenance  of  Way,  Conducting  Trans- 
portation, Motive  Power,  and  Maintenance  of  Cars,  as  was  fully 
explained  in  the  last  annual  report.  This  division  is  both  con- 
venient and  natural,  and  gives  entire  satisfaction  in  practice. 


MAINTENANCE  OP  WAY,  OR  ROAD  DEPARTMENT. 

The  road,  during  the  past  year,  has  continued  in  very  perfect 
condition,  and  has  been  kept  in  repair  without  much  expense;  three 
men  to  five  miles  being  the  regular  allowance,  with  the  addition  of 
floating  gangs,  for  extraordinary  repairs  and  new  work.  The 
bridges  are  built  in  the  most  substantial  manner ; they  have  been 
protected  by  several  coats  of  fire-proof  paint,  and  are  covered  with 
metallic  or  other  incombustible  roofing;  notwithstanding  this  pre- 
caution, a temporary  bridge  of  more  than  one  thousand  feet  has 
been  framed  and  housed,  to  be  immediately  thrown  across  the  river 
in  the  event  of  the  loss  of  any  of  the  bridges  on  the  line.  The 
Eastern  Division  of  the  road  is  under  the  charge  of  George  R. 
Mowry,  Esqr.,  as  resident  Engineer.  George  W.  Leuffer,  Esqr., 
has  the  supervision  of  the  Western  Division  from  Johnstown  to 
the  terminus  at  Beatty’s. 


CONDUCTING  TRANSPORTATION. 

The  immediate  charge  of  the  running  of  the  trains  has  been  in- 
trusted to  Herman  J.  Lombaert,  Esqr.,  a gentleman,  who  by  his 
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long  experience  as  resident  Engineer  on  one  of  the  best  managed 
roads  of  New  England,  has  brought  with  him  an  amount  of  pro- 
fessional and  practical  experience,  which  renders  his  services  of 
great  value.  To  this  cause  must  be  attributed  the  regularity  and 
precision  which  have,  until  recently,  been  observed  in  the  conduct 
of  the  transportation  upon  the  road. 

It  has  been  our  uniform  practice  to  anticipate,  and  as  much  as 
possible,  to  guard  against  the  usual  accidents  and  delays  to  which 
rail  road  transportation  is  subject.  By  an  investigation  of  the 
causes  of  accidents  which  occur  either  on  our  own  or  on  other  roads, 
the  means  of  avoiding  them  will  generally  be  suggested;  and 
nothing  has  been  omitted  that  a cautious  vigilance  could  anticipate 
or  provide,  to  free  the  operations  of  the  line  as  much  as  possible 
from  vexatious  detentions,  or  add  to  the  safety  and  comfort  of  pas- 
sengers. Previous  to  the  commencement  of  winter,  the  engines 
were  provided  with  all  the  contrivances  which  experience  has  shown 
to  be  useful  to  guard  against  the  effect  of  snow  or  severe  cold;  they 
have  not  in  any  instance  been  frozen  while  in  use,  nor  have  the 
trains  on  the  Pennsylvania  Kail  Koad  been  as  seriously  detained 
by  snows  as  have  those  on  other  roads;  notwithstanding  this, 
irregularities  have  occurred  from  circumstances  beyond  our  control, 
which  will  not  appear  singular,  when  it  is  known  that  any  delay 
to  a passenger  train  upon  any  of  the  portions  of  the  route  with 
which  we  are  in  connection  is  necessarily  extended  throughout  the 
entire  extent  of  the  single  track  line ; and  this  difficulty,  sufficiently 
serious  in  itself,  is  greatly  aggravated  by  the  fact,  that  our  express 
passenger  trains  pass  over  the  road  in  both  directions  at  night,  when 
the  telegraph  line  is  not  in  operation,  and  when  no  information  can 
be  obtained  of  the  relative  positions  of  trains  running  in  constant 
expectation  of  meeting.  That  collisions  under  these  circumstances 
have  not  occurred,  is  a very  conclusive  evidence  of  the  care  which 
has  been  exercised,  and  reflects  much  credit  upon  the  officers  of  the 
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trains,  whose  duties  during  the  present  severe  winter  have  been 
arduous  in  the  extreme. 

MOTIVE  I’OWER. 

Considerable  difficulty  has  been  experienced  in  the  management 
of  this  department,  arising  from  the  fact  that  the  successive  exten- 
sions of  the  road  were  necessarily  made  in  advance  of  the  building, 
fixtures,  and  machinery  required  for  its  economical  and  satisfactory 
operation.  The  engines  for  nearly  the  whole  of  the  Eastern  Di- 
vision of  the  Pennsylvania  Rail  Road,  including  the  Lancaster  and 
branch  roads,  nearly  two  hundred  miles,  are  maintained  in  running 
order  at  the  Harrisburg  shop;  the  capacity  of  which  has  been  but 
slightly  increased  since  its  duty  was  confined  to  the  Lancaster  Rail 
Road,  of  thirty-six  miles. 

The  shop  buildings  at  Mifflin  are  now  complete,  and  a change  in 
the  motive  power  arrangements  would  be  practicable  were  it  not 
that  dwellings  for  the  operatives  cannot  be  obtained  at  this  time. 
A still  more  serious  difficulty  from  the  same  cause  will  exist  at 
Altoona,  where  no  accommodations  have  been  provided  for  the 
numerous  employees  of  the  Company,  whose  services  will  soon  be 
required  at  this  point. 

It  has  been  considered  inexpedient  to  divert  the  funds  of  the 
Company  from  the  legitimate  object  of  their  appropriation,  in  the 
construction  and  equipment  of  the  road,  but  it  may  not  be  improper 
to  contribute  a small  amount  to  an  object  of  such  prominent  and 
essential  importance  as  the  erection  of  dwellings  at  Altoona.  To 
relieve  the  Company  of  this  expense,  I formed  a joint  stock  associa- 
tion, and  procured  subscription  to  a sufficient  amount  to  erect 
thirty-two  dwellings,  to  which  I was  myself  a large  contributor, 
but  circumstances  having  led  to  my  resignation  as  General  Super- 
intendent, confidence  in  the  investment  has  been  impaired,  and  the 
work  suspended.  It  remains,  therefore,  for  the  Company  to  make 
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some  other  arrangement,  either  by  a subscription  to  the  stock  of 
the  association,  or  in  any  other  way  that  may  he  considered  least 
objectionable. 

For  the  number  of  engines,  their  operation  and  expenses,  you 
are  respectfully  referred  to  accompanying  tables. 

MAINTENANCE  OF  CARS. 

Our  experience  thus  far  has  demonstrated  the  fact,  that  cars  can 
be  built  cheaper  and  better  by  the  Company,  than  by  contract. 
The  location  at  Altoona,  from  the  abundance  of  coal,  iron  and 
lumber  that  are  produced  in  its  vicinity,  is  peculiarly  eligible,  and 
it  will  be  to  the  interest  of  the  Company  to  concentrate  the  work 
as  much  as  possible  at  this  point.  Ordinary  repairs  to  cars  can  be 
most  conveniently  made  when  they  are  empty,  and  consequently 
repair  shops  are  required  at  Philadelphia  and  Pittsburg. 

The  shop  at  West  Philadelphia  is  now  in  operation;  that  at 
Pittsburg  will  be  required  as  soon  as  the  Western  Division  is  com- 
pleted. 


FUEL. 


The  whole  number  of  miles  run  by  engines,  has  been  477,585 

The  whole  number  of  cords  of  wood  consumed,  20,468 

The  cost  of  the  wood  consumed,  including  labor,  $43,971  95 
The  whole  number  of  bushels  of  coal  consumed,  - 8,029 

The  cost  of  coal  consumed,  .....  $571  85 

The  cost  of  fuel  per  100  miles  run,  ....  $9  33 

To  determine  the  most  economical  kind  of  fuel,  and  that  which, 
all  things  considered,  would  afford  the  greatest  practical  advantages 
in  its  use  upon  the  road,  I directed  careful  observations  and  experi- 
ments to  be  made  from  time  to  time  upon  wood,  coke,  Pittsburg 
and  Allegheny  coals;  some  of  the  results  of  which,  as  reported  by 
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Enoch  Lewis,  Esq.,  under  whose  supervision  the  experiments  were 
made,  are  as  follow : 


First  Experiment. 


With  wood  alone,  the  “ Clearfield”  engine  made 
Average  number  of  cars  per  trip,  - 
Number  of  miles  run,  ----- 
Number  of  cords  of  wood  burned,  - - - 

Equal,  per  100  miles  run,  to  - 


22  trips. 

13 
522 

14  78-100 

2 83-100  cords. 


Second  Experiment. 
With  wood  and  Allegheny  coal  mixed,  the 


26  trips. 

m 

590 

11  15-100 
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1 98-100  cords  wood. 
10  68-100  bushels  coal. 


“Clearfield”  made  - - - 

Average  number  of  cars  per  trip  - 
Number  of  miles  run 
Number  of  cords  of  wood  burned 
Number  of  bushels  of  coal  burned 
Equal,  per  100  miles  run,  to 
Equal,  per  100  miles  run,  to 

By  comparing  the  second  experiment  with  the  first,  it  appears 
that  the  practical  effect  of  the  combustion  of  one  cord  of  wood  was 
equivalent  to  that  of  111  bushels  of  Allegheny  coal,  or  one  ton  of 
coal  would  be  equivalent  to  2£  cords  of  wood. 

Another  series  of  similar  experiments  gave  the  result,  one  cord 
of  wood  equivalent  to  Hi  bushels  of  Allegheny  coal.  The  experi- 
ments with  wood,  and  with  wood  and  Allegheny  coal,  were  made 
on  the  road  between  J ohnstown  and  Lockport.  The  greatest  pos- 
sible proportion  of  coal  was  used — its  effect,  when  employed  too 
freely,  was  to  run  down  to  the  bottom  of  the  fire  box,  producing 
intense  heat  on  the  grate  bars  and  melting  them.  Experiments 
were  also  made  with  Pittsburg  coal,  but  not  under  such  circum- 
stances that  much  reliance  can  be  placed  on  the  results.  It  was 
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ascertained,  however,  that  this  variety  burns  much  more  freely 
than  Allegheny  coal,  is  fully  consumed,  and  falls  to  ashes,  leaving 
no  slag  or  foreign  matter  upon  the  grate : it  also  burns  more  freely, 
and  does  not  produce  such  intense  heat  upon  the  grate  bars. 

An  experiment  was  also  made  with  coke  from  Legonier  Yalley,  but 
the  engineers  could  not  succeed  in  burning  it  j after  remaining  in  the 
fire-box  twelve  hours,  when  taken  out  and  cooled,  it  was  apparently 
in  the  same  condition  as  when  it  was  first  thrown  in — it  appeared  to 
be  much  intermixed  with  earthy  matter. 

Taking  the  experiment  upon  which  most  reliance  can  be  placed, 
it  appears  that  the  use  of  coal  with  wood,  effects  a saving  of  about 
thirty-three  per  cent,  of  the  wood  consumed  by  the  substitution  of 
a cheaper  article. 

Assuming  the  average  cost  of  wood  delivered  on  the  tender  to  be 
$2  75,  including  labor  and  waste,  and  the  cost  of  coal  to  be  four 
cents  per  bushel,  the  saving  per  one  hundred  miles  will  be  $2  30, 
or  twenty-eight  per  cent,  of  the  whole  cost  of  fuel. 

Notwithstanding  the  value  of  this  result,  it  is  confidently  be- 
lieved that  experiments  with  the  coals  found  along  the  line  of  the 
road  west  of  the  Allegheny  mountains,  will  give  results  still  more 
satisfactory,  and  that  they  will  be  found  to  be  of  such  a quality 
that  a larger  proportion  of  coal  can  be  employed. 

COMPARISON  OF  WEIGHT  OF  FUEL. 

A ton  of  coal  weighs 2,240  pounds. 

Its  equivalent,  or  two  and  a half  cords  of  wood,  10,000  do 

Difference,  7,760 

If,  then,  a given  weight  of  wood  would  carry  a train  to  a certain 
distance,  an  equal  weight  of  coal  would  carry  it  about  four  and  a 
half  times  as  far,  provided  coal  could  be  used  by  itself ; but  as  the 
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quantity  of  coal  that  can  he  used,  is  not  greater  than  that  of  which 
the  useful  effect  is  thirty-three  per  cent,  of  the  wood,  it  will  be 
found  that  the  practical  distance  which  an  engine  can  run  without 
renewing  the  supply  of  fuel,  will  be  increased  by  the  use  of  a proper 
proportion  of  coal,  thirty  per  cent.,  that  is,  if  an  engine  using  wood 
alone,  can  run  twenty  miles  without  stopping  for  a fresh  supply,  an 
engine  using  wood  and  coal  in  proper  proportion,  can  travel  under 
similar  circumstances,  twenty-sis  miles. 

PROSPECTIVE  REVENUE. 

The  extension  of  the  Pennsylvania  Pail  Road  to  the  Ohio  river, 
will  be  several  months  in  advance  of  the  Baltimore  and  Ohio  Rail 
Road.  At  this  time  there  will  be  rail  road  connections  to  Cleve- 
land and  Cincinnati.  The  former,  by  a very  direct  route,  taps  the 
stream  of  trade  which  flows  along  the  lakes  at  a point  west  of  Erie, 
Dunkirk  or  Buffalo,  and  must  divert  a very  considerable  portion 
via.  the  Pennsylvania  Rail  Road  to  Philadelphia,  Baltimore  and 
New  York,  to  each  of  which  cities  this  road  offers  the  shortest,  and 
with  satisfactory  connections  with  other  lines,  the  quickest  and  best 
route. 

The  Baltimore  and  Ohio  Rail  Road  when  completed  to  Parkers- 
burg, with  direct  connections  extending  to  Cincinnati,  will  prove  a 
powerful  competitor  for  that  portion  of  the  trade  which  leaves  the 
river  at  this  point ; but  even  here,  Philadelphia  will  have  at  least 
equal  advantages,  and  all  that  continues  beyond  Cincinnati,  as  well 
as  the  rail  road  business  from  the  numerous  lines  concentrating  in 
the  State  of  Ohio,  and  the  immense  trade  of  the  lakes  will  probably 
seek  an  eastern  market  over  the  Pennsylvania  Rail  Road.  The 
lake  trade  alone  is  estimated  at  8200,000,000  per  annum.  From 
all  these  sources  it  is  not  unreasonable  to  suppose  that  the  amount 
of  business  will  in  a few  years  exceed  the  capacity  of  our  road  even 
with  a double  track.  If  the  business  of  the  Erie  Canal  is  estimated 
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as  equal  to  that  of  six  first  class  rail  roads  with  double  track,  taxed 
to  their  utmost  capacity,  can  it  be  doubted  that  the  Pennsylvania 
Rail  Road  will  find  abundant  employment  ? The  local  business 
along  the  line  of  the  road,  although  increasing,  does  not  develope 
1tself  so  rapidly  as  could  be  desired,  the  competition  of  the  Penn- 
sylvania Canal,  and  the  high  rates  of  toll  which  a connection  with 
the  State  works  renders  it  necessary  to  maintain,  have  served  to  re- 
tard the  developments  of  this  trade.  I have  not  considered  it  ex- 
pedient, in  the  present  condition  of  the  road,  for  the  Company  to 
carry  at  rates  which  are  not  remunerative,  and  have  objected  to  any 
arrangement  with  the  State  which  does  not  recognize  the  princi- 
ple that  the  Pennsylvania  Rail  Road  is  entitled  for  road  and  motive 
power,  to  at  least  as  much  per  mile  as  the  State  road ; that  we  are 
entitled  to  more,  can  be  made  apparent,  but  it  is  not  expedient  to 
extend  this  report,  already  too  long,  by  a consideration  of  this  sub- 
ject; the  principle  was  fully  admitted  in  the  article  of  agreement 
between  the  Boston  and  Worcester  and  Western  Rail  Road  corpora- 
tions, for  a copy  of  which  I am  indebted  to  William  Parker,  Esq., 
formerly  Superintendent  of  the  Boston  and  Worcester  Rail  Road. 

The  last  report  both  of  the  General  Superintendent  and  of  the 
Superintendent  of  transportation,  entered  so  fully  into  a considera- 
tion of  the  subject  of  tolls  on  Juniata  freight,  that  no  allusion  to  it 
is  required.  A reduction  has  been  made  by  the  Canal  Commis- 
sioners since  the  publication  of  that  report,  but  further  action  is 
necessary  before  any  very  considerable  change  can  be  made  in  our 
rate  of  tolls.  The  most  important  local  business  of  the  road, 
promises  to  be  in  the  article  of  lumber,  one  train  of  which  will 
yield  a net  profit  as  great  as  can  be  realized  from  three  trains  of 
coal  at  the  rates  at  which  both  articles  must  be  carried.  From 
Tyrone  to  Bell’s  Mills,  a distance  of  about  ten  miles,  the  line  of 
the  Pennsylvania  Rail  Road  runs  parallel  to  the  main  ridge  of  the 
Allegheny  mountains,  and  within  about  ten  miles  of  the  vast  timber 
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region  of  Clearfield  and  adjacent  counties,  which  lie  on  the  small 
tributaries  of  the  Susquehanna.  The  ravines  which  penetrate  the 
slope  of  the  mountain,  afford  facilities  for  the  construction  of  roads 
connecting  this  region  with  the  Pennsylvania  Rail  Road,  the  most 
favorable  of  which  are  at  Bell’s  Run,  Tipton’s  Run,  and  Tyrone.  At 
Tyrone  the  rail  road  is  located  on  a side  hill  of  considerable  incli- 
nation, which  is  unfavorable  for  an  extended  lumber  business,  as 
the  proximity  to  the  track  and  the  danger  of  fire  would  be  too  great. 
At  Bell’s  mills  and  Tipton’s  run,  and  particularly  at  the  latter 
point,  sidings  can  be  constructed  on  level  ground  at  right  angles  to 
the  direction  of  the  road,  and  extended  to  any  distance  that  may  be 
required  for  the  protection  of  this  species  of  property.  New  towns 
will  no  doubt  spring  up  at  both  these  points  : Tyrone  city  is 
another  new  town,  which  is  rapidly  increasing,  and  will  derive  a 
large  amount  of  business  from  the  Glen  Hope  turnpike,  the  Philips- 
burg  turnpike,  and  the  plank  road  to  Milesburg,  at  the  head  of  the 
Bald  Eagle  navigation. 

Latrobe,  so  called  in  compliment  to  the  distinguished  individual 
who  is  at  the  head  of  the  Engineer  department  of  the  Baltimore 
and  Ohio  Rail  Road,  is  located  on  the  Loyalhanna,  in  Westmore- 
land county ; it  will  no  doubt  improve  rapidly,  and  be  the  center  of 
an  important  local  business. 

Altoona,  at  the  eastern  base  of  the  Allegheny  mountains,  must 
derive  its  chief  prosperity  from  the  location  of  the  shops  of  the 
Company  : it  has  no  considerable  agricultural  or  mineral  resources. 

Patterson,  opposite  the  town  of  Mifflin,  on  the  Juniata,  is  the 
last  of  the  new  towns  which  it  is  necessary  to  notice  : its  business 
will  not  add  much  to  the  revenues  of  the  road  for  some  time. 

Plank  roads  from  Tyrone  to  Milesburg,  from  Tipton’s  Run  to 
Mount  Pleasant,  with  numerous  branches  through  Clearfield  county ; 
from  Hollidaysburg  to  Bedford,  from  Johnstown  to  Somerset,  from 
Blairsville  to  Indiana,  and  from  Latrobe,  or  Greensburg,  to  Mount 


72 

Pleasant,  in  Westmoreland  county,  constitute  the  most  important 
feeders  for  local  business  now  in  progress,  or  about  to  be  constructed. 
There  are  at  present  in  operation  in  Clearfield  county,  and  within 
distances  of  from  ten  to  twenty  miles  of  the  Pennsylvania  Rail 
Road,  about  twenty-five  mills  engaged  in  the  manufacture  of  lumber. 
Several  others  of  the  largest  class  are  about  to  be  erected.  The 
united  product  of  the  mills  now  in  operation,  or  in  process  of  con- 
struction, will  be  about  75,000  feet  daily : there  cannot  be  a 
reasonable  doubt  that  the  quantity  may  be  doubled  in  a short  time. 
The  encouragement  given  to  the  trade  by  the  reduction  of  toll,  has 
been  such  that  parties  located  on  Clearfield  creek,  and  possessing 
the  advantage  of  water  communication  with  the  Susquehanna,  are 
making  arrangements  to  haul  their  best  lumber  over  common  roads, 
a distance  of  twenty-five  miles,  to  the  rail  road,  in  preference  to 
sending  by  water. 

As  timber  lands  lying  within  this  distance  of  the  rail  road  are  in- 
creasing in  value,  and  new  mills  are  about  to  be  commenced,  it  is 
possible  that  the  lumber  trade  may  in  time  require  a daily  train,  the 
receipts  of  which  may  be  estimated  as  follows  : 

Twenty-five  double  cars,  carrying  6,000  feet  each,  at  an  average 


of  $5  00  per  thousand  feet,  will  pay  per  day,  - - $750  00 

Deduct  Expenses. 

Three  engines  daily,  with  fuel,  &c.,  - - $ 60  00 

One  hundred  and  fifty  cars  at  $400  each,  allowing 

car  expenses  at  twenty  per  cent.,  - - 40  00 

Brakemen  and  Conductors,  - - - 25  00 

Wear  of  track,  - - - - - -15  00 

State  tolls  $1  per  1000  feet,  ...  150  00 

Lancaster  and  Harrisburg  Rail  Road,  - - 60  00 

$350  00 


Net  profit  per  day, 


$400  00 
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Equal  to  $120,000  per  annum,  or  three  per  cent,  interest  on 
the  whole  cost  of  the  Eastern  Division  of  the  road  and  its  equip- 
ment. 

It  is  evident  that  this  business  is  of  sufficient  value  to  the  Com- 
pany to  justify  some  effort  to  secure  and  to  increase  it  to  a sufficient 
extent  to  require  a daily  train.  In  proposing  a graduated  tariff  to 
admit  of  the  transportation  of  the  inferior  qualities  of  lumber  at 
less  than  average  rates,  it  is  hoped  that  the  self-evident  importance 
of  the  course  will  shield  from  the  imputation  of  private  motives; 
the  individual  who  has  ventured  to  recommend  it. 


COAL. 

It  will  not  be  to  the  interest  of  the  Pennsylvania  Eail  Eoad 
Company  to  encourage  a very  extensive  coal  business  ; the  situation 
of  the  road  is  such,  in  consequence  of  its  position  between  other 
roads  not  under  the  control  of  the  Company,  that  its  business  must 
necessarily  be  limited  so  long  as  this  condition  of  things  continues. 

The  movements  on  the  road  must  be  governed  by  the  passenger 
trains,  and  regularity  cannot  be  obtained  except  at  the  frequent  sac- 
rifice of  connections;  any  detention  to  a passenger  train  on  a single 
track  road,  necessarily  detains  all  others ; but  as  the  freight  busi- 
ness at  this  time  is  but  small,  and  not  more  than  half  sufficient  for 
a single  train,  I have  thought  it  to  the  interest  of  the  Company  to 
wait,  if  necessary,  several  hours  at  the  termini  of  the  line,  rather 
than  subject  the  through  passengers  to  the  loss  of  a day  by  laying 
over  on  the  route.  This  explanation,  while  it  will  account  for  some 
apparent  irregularities  of  our  trains  since  the  opening  to  Latrobe, 
will  also  furnish  a reason  why  it  would  not  be  expedient  greatly  to 
increase  the  number  of  our  trains  until  a double  track  is  laid.  It 
is  very  important,  however,  that  we  should  have  a business  that 
could  receive  attention  at  the  convenience  of  the  Company,  and 


74 


furnish  the  means  of  forming  full  trains,  when  ordinary  freight  is 
not  sufficient;  in  this  view,  a coal  business  can  be  done  to  great  ad- 
vantage, and  for  the  purpose  of  securing  it,  I proposed  a rate  of  toll 
which  I believe  has  not  yet  received  the  favorable  attention  of  the 
Board. 

I learn  from  Solomon  W.  Roberts,  Escp,  Chief  Engineer  of  the 
Ohio  and  Pennsylvania  Rail  Road,  that,  “ On  the  6th  inst.,  (Jan- 
uary, 1852,)  a continuous  rail  road  communication  was  completed 
between  Pittsburg  and  Cleveland.  The  whole  distance  is  one  hun- 
dred and  forty  miles ; eighty-two  miles  of  which  belong  to  the  Ohio 
and  Pennsylvania  Rail  Road  Company,  and  fifty-eight  miles  to  the 
Cleveland  and  Wellsville  Rail  Road  Company.  Passengers  leave 
Pittsburg  at  eight  o’clock,  A.  M.,  and  reach  Cleveland  at  forty-five 
minutes  past  five  o’clock,  P.  M. : they  can  be  put  through  in  six  or 
seven  hours,  when  proper  arrangements  are  made.  By  the  construc- 
tion of  a contemplated  rail  road  from  Cleveland,  by  Warren,  to  the 
Pennsylvania  and  Ohio  Rail  Road,  at  Enon  Valley,  the  distance  be- 
tween Pittsburg  and  Cleveland  will  be  reduced  to  one  hundred  and 
thirty-three  miles.  In  summer,  the  time  between  Cleveland  and 
Cincinnati  is  twelve  hours;  it  is  now  a little  longer.  The  distance 
is  two  hundred  and  fifty-four  miles.  Difficulties  have  arisen  in  the 
establishment  of  satisfactory  connections  with  some  of  the  Ohio 
Companies ; but  it  is  hoped,  that  a proper  regard  to  the  accommo- 
dation of  the  public  will  lead  to  their  avoidance,  as  they  appear  to 
result  from  local  considerations.  At  present,  passengers  who  leave 
Cincinnati  in  the  morning  sleep  in  Cleveland,  and  reach  Pittsburg 
the  next  evening  at  seven  o’clock. 

“ The  Pennsylvania  and  Ohio  Rail  Road  can  be  finished  in  twelve 
months,  at  a cost  not  exceeding  the  estimate,  if  the  necessary  funds 
can  be  procured : the  importance,  to  the  Pennsylvania  Rail  Road 
Company,  of  its  early  completion  is  too  obvious  to  require  comment. 
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It  is  estimated  that  the  through  travel  of  the  Pennsylvania  and 
Ohio  Rail  Road  will  he  not  less  than  one  hundred  passengers  per 
day,  each  way,  before  May  next. 

“ The  Pennsylvania  and  Ohio  Rail  Road  is  now  open  to  Alliance, 
eighty-two  miles.  It  is  expected  that  it  will  be  completed  to  Mas- 
silon,  one  hundred  and  eight  miles,  in  about  a month,  and  to 
Wooster,  one  hundred  and  thirty-three  miles,  in  the  spring.  On 
the  remaining  fifty -three  miles  the  grading  and  bridging  are  under 
contract.  When  it  is  considered  that  this  important  work  was  com- 
menced without  a dollar  in  the  treasury,  the  surprising  results  that 
have  been  attained  must  reflect  the  highest  credit  on  the  energy, 
skill,  and  financial  ability,  which  have  so  eminently  distinguished 
the  efforts  of  its  managers.” 


DEPOTS. 

The  depot  arrangements  of  the  Pennsylvania  Rail  Road  Company 
must,  necessarily,  be  made  to  conform  to  the  character  of  its  business 
operations.  To  determine  what  these  arrangements  should  be,  it  is 
necessary  to  inquire  into  what  branches  the  trade  will  probably  be 
divided. 

At  the  city  of  Pittsburg,  three  divisions  naturally  present  them- 
selves; these  are, — 

1.  The  trade  of  the  Ohio  river,  which  requires  transhipment  at 
the  river  bank. 

2.  The  rail  road  business  of  the  west,  which  requires  a connection 
between  the  depots  of  the  Pennsylvania  and  Ohio  Rail  Road  and 
the  Pennsylvania  Rail  Road,  with  the  least  possible  inconvenience 
and  expense. 

8.  The  local  trade  of  the  city  of  Pittsburg  itself,  which  requires 
a central  location  for  its  proper  accommodation. 
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The  first  and  last  of  these  divisions  have  been  provided  for,  by  the 
grant  to  the  Pennsylvania  Rail  Road  Company  of  nine  hundred  feet 
of  river  front,  at  the  foot  of  Liberty  street,  with  the  privilege  of 
erecting  such  improvements  thereon  as  may  be  necessary,  and  of 
continuing  the  track,  to  form  with  it  a direct  rail  road  communica- 
tion. It  is  proposed  to  erect  a structure,  that  will  be  an  architec- 
tural ornament  to  the  city,  and  which  will  afford  facilities  for  loading 
and  discharging  cargoes  by  machinery. 

The  proper  accommodation  of  the  rail  road  business  imperatively 
requires  a direct  rail  road  connection  between  the  outer  depot  of  the 
Pennsylvania  Rail  Road,  and  the  depot  of  the  Pennsylvania  and 
Ohio  Rail  Road,  in  Allegheny  City ; to  form  this  connection,  a new 
bridge  across  the  Allegheny  river,  adapted  to  the  use  of  locomotives, 
is  required.  It  is  very  evident  that  the  business  of  the  line  requires 
an  arrangement  of  the  kind  proposed ; competition  demands  that  no  » 
unnecessary  tax  or  restriction  should  be  placed  upon  the  trade,  but 
when  it  is  considered,  that  heavy  freights  will  be  carried  at  the  low 
rate  of  perhaps  one  cent  per  ton,  per  mile,  the  drayage  between 
the  Pittsburg  and  Allegheny  depots  would  be  equivalent,  in  its 
practical  effect,  to  an  increase  in  the  length  of  the  road  of  seventy- 
five  miles,  sufficient  to  divert  a large  portion  of  business  to  other 
lines.  For  the  passenger  business,  an  eligible  site  has  been  selected, 
in  a central  and  favorable  location,  which  will,  no  doubt,  prove  en- 
tirely satisfactory  to  the  citizens  of  Pittsburg. 


PHILADELPHIA  DEPOTS. 

As  the  Pennsylvania  Rail  Road  has  no  direct  connection  with 
any  other  road  at  its  eastern  terminus,  the  business  requires  but  two 
principal  divisions,  viz.  : the  local  trade  of  the  city  and  districts,  and 
the  foreign  trade,  which  requires  a water  transhipment. 


The  local  freight  will  naturally  be  subdivided  into  that  which  re- 
quires protection,  and  that  which  admits  of  exposure. 

The  first  consists  of  dry  goods,  groceries,  and  other  articles,  sent 
westwardly,  and  flour,  bacon,  and  other  produce,  carried  eastwardly. 

In  the  accommodation  of  this  business  a central  city  depot  is 
desirable,  with  the  privilege  of  steam  communication  with  "West 
Philadelphia ; but  if  this  cannot  be  secured,  no  alternative  appears 
to  remain,  but  to  locate  the  depot  at  West  Philadelphia,  and  resort 
to  drayage,  or  to  a new  species  of  conveyance,  by  means  of  light 
platform  cars,  built  for  street  service,  or  to  both. 

The  second  subdivision  of  local  freight,  or  that  which  admits  of 
exposure,  requires  no  depot  building,  but  simply  a sufficiently  ex- 
tended area.  Of  this  character  are  lumber,  coal,  and  live  stock. 
The  portion  of  the  city  property  lot,  which  lies  between  the  rail  road 
and  Bridgewater  street,  is  well  suited  for  the  limited  coal  business, 
in  which  it  is  expedient  for  the  Company  to  engage.  Perhaps  it 
might  be  found  necessary  to  extend  a track  to  the  river,  for  tran- 
shipment into  boats ; but  this  can  be  done,  if  it  should  be  found  to 
be  necessary,  and  requires  no  special  provision  at  this  time. 

For  lumber,  the  space  required  will  depend  upon  the  manner  in 
which  the  business  is  conducted.  If  daily  removals  are  required 
from  consignees,  the  portion  of  the  city  lot  which  lies  west  of  the 
rail  road,  and  not  occupied  by  improvements,  will  probably  be  suffi- 
cient ; if  allowed  to  accumulate  to  any  considerable  extent,  it  may 
be  necessary  to  encroach  upon  Powelton. 

Live  stock  need  not  be  brought  so  far  as  West  Philadelphia ; it 
can  be  unloaded  opposite  to,  or  above  the  Wire  Bridge,  at  any  place 
where  the  best  arrangements  can  be  made. 

The  second  general  division,  or  freight  destined  for  other  ports, 
and  requiring  a water  transhipment,  evidently  should  not  be  taxed 
with  a drayage  through  the  streets  of  Philadelphia.  That  would  be 
a discrimination  against  it.  If  the  Schuylkill  river  was  navigable 


78 


for  vessels  of  sufficient  size,  the  proper  arrangement  would  probably 
be,  to  erect  a depot  at  West  Philadelphia  of  sufficient  capacity, 
through  which  a direct  transfer  of  freight,  from  the  cars  to  the  river 
craft,  could  be  effected ; but  as  vessels  of  large  size  cannot  pass  the 
Permanent  Bridge,  and  no  suitable  location  can  be  found  below  it, 
it  may  be  necessary,  if  this  branch  of  the  business  should  ever  be- 
come considerable,  either  to  send  produce  by  steam-water  convey- 
ance to  the  Delaware  river,  or  construct  a railway  north  or  south  of 
the  city,  connecting  West  Philadelphia  with  the  Delaware  front, 
upon  which  locomotive  steam  power  can  be  employed. 


PASSENGER  DEPOT. 

The  passenger  business  of  the  Pennsylvania  Rail  Road  requires 
that  every  attention  should  be  paid  to  its  proper  accommodation,  at 
the  terminal  depot.  A consideration  of  this  subject,  as  in  the 
former  case,  suggests  several  divisions,  viz. : — 

Eastward  passengers  arriving  at  Philadelphia,  who  seek  convey- 
ance to  a hotel,  steamboat,  or  depot. 

Eastward  passengers,  destined  for  private  residences  in  the  city  or 
districts. 

Westward  passengers,  leaving  Philadelphia  from  a hotel,  steam- 
boat, or  depot. 

Westward  passengers  from  private  residences. 

Whatever  may  be  the  location  of  the  depot,  the  extended  limits 
of  the  city  and  districts  require  that  some  vehicle  should  be  used  in 
the  conveyance  of  passengers  and  their  baggage,  in  which  case  the 
difference,  in  time  and  expense,  between  a location  in  West  Phila- 
delphia and  one  east  of  the  Schuylkill,  will  be  inconsiderable. 
Pedestrians  will  be  better  accommodated  by  a central  city  location ; 
but  against  this,  is  the  annoyance  to  the  public,  and  expense  to  the 
Company,  of  horse  power  in  the  streets ; also  the  delay  from  obstruc- 
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tions  on  the  track  of  the  City  Rail  Road,  which,  with  a large  freight 
business,  will  often  prove,  as  it  has  already  done,  a most  serious 
source  of  detention.  With  a location  at  West  Philadelphia,  the 
following  arrangements  would  be  practicable. 

Baggage  could  be  delivered  by  responsible  parties,  under  contract 
with  the  Company,  at  any  place  agreed  upon  with  the  passenger,  and 
at  moderate  expense — an  arrangement  which  is  now  in  operation. 
Each  of  the  principal  hotels  could  have  an  omnibus  in  attendance, 
on  the  arrival  of  the  cars,  as  in  Baltimore,  Boston,  and  other  cities, 
and  it  would  be  to  the  interest  of  other  companies,  to  provide  con- 
veyances to  their  boats  or  depots,  for  passengers  who  did  not  wish 
to  remain  in  the  city. 

If  this  arrangement  should  not  be  acceptable,  a contract  could  be 
made  to  convey  passengers  in  omnibuses,  at  a fixed  charge,  to  any 
of  the  hotels,  depots,  or  private  residences,  within  the  limits  of  the 
city;  the  baggage  being  sent  either  by  separate  conveyance,  as  al- 
ready explained,  or  carried  on  the  omnibus,  at  the  pleasure  of  the 
passenger.  Parties  not  wishing  to  be  separated  from  their  baggage, 
could  retain  their  checks,  and  employ  a hack  or  cab,  many  of  which 
would  always  be  in  attendance.  Imposition  from  hackmen  could  be 
prevented  by  proper  regulations.  Passengers  arriving  in  the  night, 
and  wishing  conveyance  to  private  residences  in  inconvenient  locali- 
ties, would  employ  hacks ; passengers  leaving  the  city  from  any  of 
the  principal  hotels  could  he  carried,  with  their  baggage,  in  omni- 
buses or  hacks ; from  second  rate  hotels,  or  private  residences,  hacks 
could  be  employed. 

A ticket  office,  with  a convenient  baggage-room,  should  be  secured 
in  some  central  location.  Baggage  brought  to  this  office  could  be 
checked,  and  sent  to  West  Philadelphia  in  a wagon;  passengers 
could  collect  at  this  point,  and  be  removed  at  short  intervals  by 
omnibuses  running  to  the  outer  depot. 

With  a complete  system  similar  to  that  described,  or  any  other 
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that  may  be  considered  preferable,  the  inconvenience  of  the  location 
at  W est  Philadelphia  would  not  be  serious,  and  the  annoyance, 
delay,  and  expense  of  hauling  passengers  through  the  streets  in  cars 
would  be  avoided. 


RESULTS. 

The  tables  and  statements  which  accompany  this  report,  furnish 
full  details  of  the  receipts,  expenditures  and  operations  connected 
with  the  departments  of  which  I have  had  the  charge,  and  to  them 
you  are  respectfully  referred  for  particulars;  they  are  numbered 
consecutively  from  one  to  thirty-seven,  and  are  accompanied  by  an 
index.  The  general  and  more  important  results  which  they  exhibit, 
are  as  follows : 

The  whole  receipts  of  the  Pennsylvania  Rail  Road  Company,  for 
the  year  1851,  from  all  sources,  have  been  $1,039,565  49.  The 
whole  expenses,  exclusive  of  interest  on  capital,  $706,640  19.  The 
net  profits,  $332,925  30,  which  is  equivalent  to  six  and  three  quar- 
ters per  cent,  on  the  whole  cost  of  the  portion  of  the  road  in  use, 
and  its  equipment,  including  interest  charged  to  capital — a result 
which  must  be  most  truly  gratifying  to  the  Stockholders,  as  it  de- 
monstrates, beyond  the  possibility  of  doubt,  the  great  value  of  the 
improvement  which  their  capital  and  liberality  have  called  into 
existence.  If  so  much  has  been  accomplished  under  unfavorable 
circumstances,  what  may  not  the  future  history  of  the  road  de- 
velope. 

This  result  is  due  to  the  intrinsic  advantages  which  nature  has 
given  to  the  route  of  the  Pennsylvania  Rail  Road,  and  which  would 
induce  a certain  amount  of  trade  and  travel  to  pass  over  it,  even  in 
opposition  to  efforts  to  prevent  it. 

The  per  centage  could  readily  have  been  increased  to  ten,  with 
better  accommodation  to  the  public  generally,  and  the  mercantile 
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interests  of  Philadelphia,  had  the  principles  obtained  in  the  regula- 
tion of  the  rates  of  freight  of  this  road,  which  are  recognized  and 
adopted  upon  all  others,  and  which  have  recently  been  admitted  in 
part,  upon  the  Pennsylvania  Rail  Road  itself. 

Notwithstanding  the  limited  freight  business,  the  expenses  on 
the  Pennsylvania  Rail  Road,  proper,  fall  below  the  usual  average 
of  fifty  per  cent,  of  the  receipts ; hut  the  most  gratifying  result  is 
shown  in  the  whole  cost  of  running  the  trains  per  mile,  which  has 
been  less  than  on  any  other  rail  road  in  the  United  States ; less 
than  on  any  of  the  best  managed  roads  in  New  England  •,  less  than 
on  the  Georgia  Rail  Road,  and  forty  per  cent,  less  than  the  average 
of  the  following  important  roads,  viz.— Fitchburg,  Boston  and 
Lowell,  Boston  and  Providence,  Boston  and  Worcester,  Eastern, 
Western,  Georgia,  Boston  and  Maine,  and  Baltimore  and  Ohio. 
Should  this  result  be  attributed  to  other  causes  than  good  manage- 
ment, it  will  at  least  prove  the  absence  of  wasteful  expenditure,  in 
the  transportation  department. 

With  proper  management,  there  can  scarcely  be  a doubt,  that 
before  the  completion  of  the  road,  the  net  receipts  will  have  more 
than  paid  the  whole  of  the  interest  allowed  on  the  instalments  pre- 
viously paid  in,  and  the  Pennsylvania  Rail  Road  will  he  entitled  to 
the  enviable  and  somewhat  paradoxical  distinction,  of  having  com- 
menced and  continued  to  pay  six  per  cent,  dividends  out  of  its  re- 
ceipts, two  years  before  a car  was  able  to  pass  over  it. 


GENERAL  POLICY. 

As  the  period  is  now  at  hand  at  which  I expect  my  connection 
with  the  road  to  cease,  it  is  proper  that  I should  briefly  recapitu- 
late some  of  the  opinions  which  I have  often  advanced  in  former 
communications,  and  which,  although  opposed  by  a portion  of  the 
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Board,  I have  as  yet  found  no  reason  to  change.  It  cannot  be 
denied,  that  a principal  object  in  the  construction  of  the  Penn- 
sylvania Rail  Road,  was  the  promotion  of  the  mercantile  interests 
of  Philadelphia;  but  as  subscriptions  have  been  procured,  by  the 
representation  that  the  stock  would  be  an  advantageous  investment, 
I have  considered  it  important  to  increase,  as  far  as  practicable,  the 
net  revenues  of  the  road,  and  have  never  yet  been  able  to  perceive 
that  the  mercantile  interests  of  Philadelphia,  and  the  pecuniary 
interests  of  the  Stockholders,  were  incompatible  with  each  other. 

That  positions  have  been  assumed  in  the  management  of  the 
Pennsylvania  Rail  Road,  which  are  at  variance  with  the  principles 
and  practice  of  well-conducted  roads  elsewhere,  I have  already 
shown  in  former  communications,  and  as  my  opinions  upon  all 
questions  of  general  policy  were  very  fully  stated  soon  after  I 
assumed  the  duties  of  General  Superintendent,  I feel  released  from 
all  responsibility  connected  with  the  loss  of  revenue,  which  has 
resulted  from  an  opposite  course.  I have,  as  stated  at  an  early 
period  of  my  correspodence  with  the  Board,  ever  considered  that 
the  most  important  and  difficult  subject  connected  with  rail  road 
economy,  consisted  in  a proper  adjustment  of  the  tariff,  so  as  to 
secure  the  maximum  net  revenue,  with  a proper  regard  to  other 
interests. 

To  accomplish  this  object  requires  an  enlarged  and  liberal  view 
of  the  whole  subject,  taking  into  consideration  the  supply  and  de- 
mand, the  season  of  the  year,  the  distance  carried,  the  loading  per 
car,  and  especially  the  competition.  No  principle  assumed  without 
an  examination  of  its  applicability  to  these  conditions,  can  be  ex- 
pected to  stand  the  test  of  experience,  and  thus  it  has  been  found, 
that  a uniform  tariff  of  rates  is  not  applicable  to  a business  which 
is  inconstant  and  fluctuating. 

There  is  but  one  principle  which  can  be  assumed  as  a general 
one,  and  of  universal  application,  and  that  is,  that  changes  must  be 
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made  when  circumstances  require  them ; on  no  other,  can  the  ope- 
rations of  the  road  he  conducted  with  success. 

The  ruling  idea  in  the  arrangement  of  the  toll  sheet,  and  in  fact, 
in  the  management  of  all  the  operations  of  the  road,  appears  to 
have  been  to  prescribe  fixed  rates  and  unalterable  rales,  and  insist 
upon  conformity  to  them.  The  propriety  of  this  course,  might 
appear  to  a mere  theorist,  to  be  self-evident,  but  when  it  is 
attempted  to  make  an  application  of  it  to  the  uncompromising 
requirements  of  practical  business,  it  is  soon  found  that  exceptions 
are  necessary,  and  that  the  exceptions  become  more  numerous  than 
the  rales. 

The  discovery  is  made  that  the  business  operations  of  life,  and 
especially  the  requirements  of  trade,  cannot  be  made  to  conform  to 
arbitrary  regulations,  but  that  these  regulations  must  conform  to 
them,  and  must  be  varied  to  accommodate  the  changing  phases, 
which  competition  or  other  circumstances  may  produce. 

A merchant  who  would  commence  the  business  of  a year,  with  a 
determination  to  maintain  fixed  prices,  without  regard  to  the  cha- 
racter or  changes  of  the  market,  would  expose  himself  to  ridicule 
and  ruin.  A similar  principle  applies  to  railway  management,  and 
it  is  equally  improper  to  adhere  to  fixed  rates  and  regulations, 
when  serious  loss  of  revenue,  and  at  the  same  time  loss  of  trade, 
is  the  obvious  and  inevitable  consequence.  I will  only  say,  in  con- 
clusion, that  had  the  gentlemen  who  have  directed  the  management 
of  the  affairs  of  the  Pennsylvania  Rail  Road  Company,  in  opposi- 
tion to  the  suggestions  and  representations  of  their  officers,  been 
able  to  study  the  practical  operation  of  some  of  their  own  regula- 
tions, they  would  have  been  abandoned  much  sooner  than  they 
were ) but  it  should  be  a source  of  gratification  to  the  Stockholders, 
that  although  late,  the  errors  have  been  discovered  and  the  busi- 
ness of  a new  year  has  been  commenced  under  happier  auspices. 
I have  long  entertained  and  freely  expressed  a determination,  to 
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leave  the  service  of  the  Company  at  the  close  of  1851 — perceiving 
that  the  business  of  the  road  was  conducted  upon  principles  which  I 
knew  to  he  erroneous,  and  which,  after  sacrificing  the  revenues  of  the 
Company  in  futile  experiments,  for  a time,  would  certainly  be  aban- 
doned. I could  not,  under  such  circumstances,  consent  to  retain  a 
nominal  connection  with  a work,  in  the  actual  management  of  which 
I had  no  participation,  and  the  results  of  which  would  not  be  cal- 
culated to  advance  my  reputation. 

At  the  same  time,  I was  unwilling  to  resign  before  the  close 
of  the  year,  for  several  reasons,  one  of  which  was  the  hope  that 
an  opportunity  would  offer,  of  demonstrating  the  soundness  of  my 
views,  and  the  propriety  of  my  recommendations,  in  reference  to 
the  general  policy  which  it  was  expedient  to  pursue.  As  these 
hopes  and  expectations  have  been  fully  realized,  as  I am  confident 
that  a majority  of  the  Board  will  sustain  me  in  this  assertion,  as 
my  course  has  ever  been  one  of  steady  adherence  to  what  I 
deemed  correct  principles,  as  I have  fearlessly  and  urgently,  yet 
at  the  same  time  respectfully  remonstrated  against  that  which  I 
believed  to  be  injurious  to  the  interests  of  the  road,  at  the  expense 
of  exciting  the  hostility  of  those  who  entertained  the  opposite 
opinions,  as  the  charge  of  insubordination  which  was  brought 
against  me  has  been  disproved,  and  all  attempts  to  convict  me  of 
error  have  been  failures,  and  as  in  a review  of  my  official  acts, 
I find  nothing  to  reproach  myself  with,  except  perhaps  exces- 
sive labor  in  the  service  of  the  Company,  to  the  neglect  of  other 
duties  and  of  all  private  interests ; I can  now  retire,  without  re- 
sentment towards  those  who  have  unsuccessfully  endeavored  to 
sever  my  connection  with  the  road  at  an  earlier  period,  and  with 
the  hope  that  my  successor  may  be  permitted  to  travel  in  a less 
thorny  path.  I am  willing  to  discharge  the  duties  of  General 
Superintendent,  until  the  Board  can  select  an  individual  to  take 
my  place,  in  whom  they  can  have  confidence,  but  under  no  circum- 
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stances  can  I be  induced  to  solicit  a continuance  in  office;  my  wish 
is  to  retire ; I feel  that  I can  do  so  with  the  proud  consciousness, 
that  neither  fear  or  favor  has  ever  caused  me  to  swerve  an  instant 
from  that  course  which  my  own  reputation,  my  convictions  of  duty, 
and  the  interests  of  the  Company  prescribed.  I have  labored  with 
more  than  zeal ; I have  worked  with  enthusiasm  for  a road  in  which 
I was  deeply  interested ; it  is  destined  to  become  a great  work,  even 
with  injudicious  management,  it  cannot  fail  to  remunerate  the  ex- 
penditure which  its  construction  has  required,  but  in  proper  hands 
it  must  fully  realize  the  most  sanguine  expectations  of  its  projec- 
tors. Although  I may  no  longer  continue  an  active  participant  in 
the  control  of  its  business  operations,  my  best  wishes  and  my 
strongest  efforts  will  not  be  wanting,  to  increase  the  usefulness  and 
success  of  a work,  in  the  location  of  which  I had  the  honor  to  par- 
ticipate, and  the  superintendence  of  the  business  of  which  has, 
since  the  commencement  of  operations,  been  entrusted  to  my  care. 

Yery  respectfully  submitted, 

H.  HAUPT, 

General  Superintendent. 


dofttmil  '(tasfmrtiitinti  (Dflini,  ^rnn.  11.  E.  £n. 

Harrisburg,  January  15,  1853. 

To  the  President  and  Directors  of  the  Pennsylvania  R.  E.  Co. 

Gentlemen  : — The  following  report,  exhibiting  the  injury  which 
must  result  to  the  trade  of  the  State,  by  a continuance  of  the  three 
mill  tax  upon  the  tonnage  of  the  Pennsylvania  Rail  Road,  is  here- 
with respectfully  submitted. 

STATE  TAX. 

By  the  conditions  of  their  Charter,  the  Pennsylvania  Rail  Road 
Company  are  required  to  pay  to  the  State  of  Pennsylvania,  three 
mills  per  ton  per  mile,  for  all  freight  carried  over  the  Pennsylvania 
Rail  Road.  The  effect  of  this  law  I propose  briefly  to  illustrate. 

The  Pennsylvania  Rail  Road  has  been  built  at  great  expense, 
chiefly  by  the  city  and  citizens  of  Philadelphia,  to  secure  a traffic 
which  would  have  been  inevitably  lost  to  them  and  to  the  State,  by 
the  completion  of  other  extensive  improvements.  The  construction 
of  this  road  has  been,  and  must  continue  to  be  of  immense  benefit 
to  the  Commonwealth.  Towns  are  springing  up  along  its  route ; 
the  value  of  taxable  property  has  been  increased,  and  a great  im- 
petus given  to  business  of  every  description — agricultural,  manu- 
facturing and  commercial,  which  cannot  fail  directly  and  indirectly 
to  swell  the  revenues  of  the  State;  but,  notwithstanding  this,  the 
Pennsylvania  Rail  Road,  from  its  first  conception,  has  been  the 
object  of  opposition,  and  of  what  may  be  termed  injudicious  legisla- 
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tion — under  the  mistaken  impression  that  the  construction  of  the 
road  will  injure  the  canal  lines — taxes  have  been  imposed,  and  hills 
restricting  the  rights  and  privileges  of  the  Company,  have  been 
presented  to  the  Legislature,  the  natural  and  practical  effects  of 
which  are  to  discriminate  against  our  own  trade,  and  in  favor  of 
that  of  our  rivals. 

That  the  Pennsylvania  Rail  Road  cannot,  with  justice,  he  re- 
garded as  the  real  competitor  of  the  State  works,  will  be  rendered 
evident  by  an  examination  of  the  condition  of  things  that  would 
exist,  if  this  road  had  not  been  built ; the  completion  of  the  Balti- 
more and  Ohio  Rail  Road,  and  of  the  New  York  and  Erie  Rail 
Road,  and  the  enlargement  of  the  Erie  Canal,  were  certain  long 
before  the  Pennsylvania  Rail  Road  was  commenced,  and  it  was  the 
inevitable  loss  of  her  trade  and  position,  consequent  upon  the  com- 
pletion of  these  works,  that  compelled  Philadelphia,  in  self-defence, 
to  avail  herself  of  the  advantages  that  nature  had  afforded,  for  the 
construction  of  the  best  line  of  communication  possible,  through 
the  interior  of  the  State. 

I wish  to  show  that  upon  the  completion  of  the  Baltimore  and 
Ohio,  and  other  rival  lines,  the  through  business  on  the  Pennsyl- 
vania Canals  must  almost  cease,  and  that  all  attempts  to  retain  it 
by  taxes  and  restrictions  upon  the  business  of  the  Pennsylvania 
Rail  Road,  are  as  futile  as  they  are  unreasonable  and  unjust;  that 
so  far  from  being  the  competitor  of  the  canal,  the  Pennsylvania 
Rail  Road  is  the  only  means  of  retaining  this  important  trade,  or 
any  part  of  it,  within  the  limits  of  the  State. 

In  the  report  of  the  New  York  State  Engineer,  for  1851,  are  the 
following  statements : 

“ The  present  cost  of  transportation  on  the  Erie  Canal,  is  shown 
to  be  1 56-100  cents  per  ton  per  mile,  of  which  the  State  receives 
about  seven  mills,  or  nearly  one-half.  There  are  lines  of  com- 
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munication  now  built,  or  in  progress  of  construction,  which  can 
take  freight  at  a cheaper  rate.” 

‘‘The  cost  on  the  Boston  and  Worcester  Hoad,  is  9 mills  per 
ton  per  mile,  and  on  the  Fitchburg,  9 4-10  mills;  the  cost  per 
ton  per  mile,  on  the  Western  Road,  with  grades  of  eighty-three 
feet,  is  one  and  one-lialf  cents.” 

“ The  Beading  Rail  Road,”  its  managers  assert,  “can  carry  coal 
at  six  mills  a ton  a mile,  because  their  trains  are  fully  loaded  one 
way.” 

The  writer  also  states,  that  by  careful  management,  and  with 
average  loads  of  from  one  hundred  to  one  hundred  and  fifty  tons  to 
a train,  the  cost  of  transportation  on  ordinary  rail  roads,  would  be 
from  80-100  to  52-100  of  a cent  per  mile. 

On  page  22,  it  is  stated  that  “ Flour  is  taken  by  rail  road,  from 
Ogdensburg  to  Boston,  three  hundred  and  eighty  miles,  at  eight 
mills  per  ton  per  mile;”  again,  “ The  Erie  Road  can  transport  as 
cheaply  as  the  Northern.” 

“ The  line  of  roads  between  Buffalo  and  Albany,  may  be  so  used 
as  to  transport  cheaper  than  either  of  the  lines  named — that  is, 
cheaper  than  either  the  Ogdensburg  or  Erie  Rail  Road,  or  cheaper 
than  eight  mills  per  ton  per  mile.” 

On  page  14  of  the  same  report,  it  is  stated  that  the  State  tolls  on 
the  Erie  Canal,  when  enlarged,  will  be  but  three  mills  per  ton  per 
mile,  and  the  whole  charges,  including  freight,  seven  mills;  but 
the  boats  will  then  carry  two  hundred  and  sixty-six  tons,  while  on 
the  Pennsylvania  Canal  the  burden  is  only  about  thirty  tons. 

On  the  Baltimore  and  Ohio  Rail  Road,  dry  goods  are  now  carried 
at  twenty-five  cents  per  one  hundred  pounds,  for  one  hundred  and 
seventy-eight  miles,  equivalent  to  fifty  cents  from  Philadelphia  to 
Pittsburg,  and  heavy  articles  with  full  trains,  in  one  direction,  only 
at  one  and  one-third  cents  per  ton  per  mile,  which  the  intelligent 
Superintendent  of  this  road,  asserts  can  be  reduced  and  still  allow  a 
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profit,  if  competition  shall  render  it  necessary ; the  latter  charge  is 
equivalent  to  23  8-10  cents  between  Philadelphia  and  Pittsburg. 

The  above  statements  exhibit  a comprehensive  view  of  what  has 
been  done,  is  done,  and  will  be  done  by  other  roads ; contrast  these 
rates  with  those  which  have  obtained  upon  the  Pennsylvania  Canal 
line,  to  the  present  year : the  usual  rates  have  been, 

Por  dry  goods,  $1,37 \ per  100  pounds,  or  7 cents  per  ton  per  mile. 
For  heavy  articles,  §1,00  “ 5 “ “ 

During  the  last  year,  in  consequence  of  the  low  charges  on  the 
Pennsylvania  Rail  Road,  the  canal  rates  have  been  reduced  to 
ninety  cents  for  dry  goods,  or  four  and  one-half  cents  per  ton,  per 
mile,  and  forty -five  to  fifty  cents  for  heavy  articles,  or  two  and  one- 
half  cents  per  ton  per  mile. 

The  lower  rates  have  not  been  charged,  as  a regular  business, 
but  only  to  secure  back  loading  Tor  returning  cars  or  boats — at 
these  prices,  business  could  not  be  done  upon  the  Pennsylvania 
line  with  profit,  were  not  transporters  assisted  by  freight  of  greater 
value.  If  then,  freight  cannot  be  carried  profitably  at  two  and  one- 
half  cents  per  ton  per  mile,  how  can  it  be  carried  at  one  cent, 
which  must  be  done  before  there  can  be  a successful  competition 
with  the  rail  roads  of  Maryland,  New  York  and  New  England,  for 
the  western  trade  particularly,  when  the  additional  fact  is  con- 
sidered, that  rail  road  transit  will  be  effected  in  one-fourth  of  the 
time  ? 

It  is  unnecessary  to  prosecute  this  subject  any  further ; the  idea 
that  ordinary  canal  transportation  for  heavy  articles,  is  cheaper 
than  by  rail  road,  is  entirely  behind  the  age,  and  has  not  been  true 
since  rail  roads  ceased  to  be  operated  by  horse  power : it  is  not 
until  the  capacity  of  canals  is  increased  to  admit  boats  of  one  hun- 
dred and  fifty  tons  or  upwards,  that  they  can  compete  in  economy 
with  rail  roads ; but  never  can  they  equal  them  in  speed. 
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The  lowest  rates  for  freight,  exclusive  of  tolls,  that  have  ever 
been  charged  to  the  Pennsylvania  Rail  Road  Company,  for  trans- 
portation of  cement,  rail  road  iron  and  other  heavy  articles  on  the 
canal,  without  any  transhipments,  have  been  from  one  and  one- 
quarter  to  one  and  one-half  cents  per  ton  per  mile.  It  appears, 
therefore,  that  if  the  whole  extent  of  the  Pennsylvania  line,  includ- 
ing the  Columbia  and  Portage  Rail  Roads,  were  thrown  open  to 
transporters  free  of  charge,  and  kept  in  repair,  and  operated  at  the 
expense  of  the  State,  by  direct  tax  upon  the  treasury,  without  a 
cent  of  income  from  through  freight,  even  then  the  Pennsylvania 
Canal  could  not  compete  with  the  New  York  lines. 

I am  aware,  that  in  presenting  these  facts,  I am  treading  upon  a 
subject  of  great  delicacy  and  interest — but  they  are  truths;  even 
to  those  who  have  never  taken  a proper  view  of  the  subject,  they 
may  be  startling  ones ; the  reflection  that  an  immense  sum  has 
been  expended  in  the  construction  of  a line  of  canal,  that  can  no 
longer  secure  the  object  for  which  it  was  constructed,  is  by  no 
means  a pleasant  one  to  the  tax-paying  citizens  of  the  State.  It  is 
not  asserted  that  the  expenditure  at  the  time  was  not  judicious ; 
the  contrary  is  believed  to  have  been  the  case ; but  the  improve- 
ments in  the  art  of  transport,  and  especially  in  economy  and  speed, 
have  left  second-rate  canals  so  far  behind,  that  competition  is  not 
possible,  and  recourse  must  be  had  to  the  highest  degree  of  modern 
improvement,  to  retain  the  trade. 

No  allusion  has,  as  yet,  been  made  to  the  Pennsylvania  Rail 
Road.  The  question  of  canal  competition  has  been  considered  only 
in  reference  to  other  roads ; and  it  seems  clear,  that  after  the  com- 
pletion of  the  improvements  now  in  progress  in  other  States,  the 
through  business  by  the  Pennsylvania  Canal  must  be  greatly  dimin- 
ished, if  it  does  not  entirely  cease.  In  view  of  these  facts,  what 
must  be  thought  of  that  policy,  which  decrees  that  because  the  canal 
cannot  do  the  business,  the  Pennsylvania  Rail  Road  shall  not  be 
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permitted  to  do  it  either;  the  trade  shall  be  driven  to  Maryland, 
New  York,  or  even  across  the  hills  of  Yermont  to  Boston,  rather 
than  suffer  the  Pennsylvania  Rail  Road  to  engross  it. 

A tax  has  been  imposed  of  three  mills  per  ton  per  mile,  on  all 
freight  carried  over  the  Pennsylvania  Rail  Road.  This  tax  is  equal 
to  the  whole  charge  that  will  be  made  for  State  tolls  upon  the  Erie 
Canal;  but  not  content  with  this,  efforts  have  been  made  to  enforce 
a perpetual  connection  with  the  Columbia  Rail  Road,  which  under 
existing  regulations  would  be  equivalent  to  an  additional  imposition 
of  three  dollars  per  ton,  or  equal  to  the  whole  cost  of  transportation 
on  other  rail  roads.  The  injustice  of  such  a course  could  only  be 
equalled  by  its  impolicy,  as  it  would  require  such  a rate  of  charge 
as  would  necessarily  drive  the  trade  to  other  channels.  It  is  too 
obvious  to  require  comment,  that  any  tax,  restriction,  or  other  im- 
pediment to  the  trade  of  the  Pennsylvania  Line,  is  just  that  much 
in  favor  of  its  competitors,  and  the  road  can  never  do  the  business 
for  which  it  is  calculated,  or  the  State  derive  the  full  benefit  from 
its  construction,  until  all  such  restrictions  are  removed. 

It  is  desirable  that  the  trade  and  travel  of  the  Pennsylvania  Rail 
Road  should  pass  over  the  Columbia  Road ; the  interests  of  the 
State  require  it,  and  as  citizens,  these  interests  should  not  be  over- 
looked by  the  Stockholders ; but  unless  important  changes  can  be 
effected,  and  our  transportation  placed  on  a very  different  basis,  it  is 
a question  whether  any  successful  competition  with  more  favored 
roads,  can  be  maintained,  as  at  present  informed,  and  in  view  of  all 
the  facts  of  the  case,  I can  answer  this  question  only  in  the 
negative. 

A tax  was  formerly  levied  upon  the  central  line  of  rail  roads,  in 
the  State  of  New  York,  extending  fj-om  Buffalo  to  Albany,  the 
object  of  which  was  to  protect  the  Erie  Canal,  and  prevent  the 
diversion  of  trade  from  this  improvement — a precedent  which  no 
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doubt  influenced  the  Legislature  of  Pennsylvania,  in  the  imposition 
of  a tax  upon  the  Pennsylvania  Pail  Road. 

During  the  past  year  the  propriety  and  equity  of  this  tax  were 
called  in  question,  and  after  a full  consideration  of  the  whole  sub- 
ject, during  which  able  reports  were  elicited  from  Messrs.  Johnson, 
Mann,  and  Schoenmaker,  a bill  was  passed,  and  became  a law,  of 
which  the  following  copy  was  politely  furnished  me  by  H.  C.  Sey- 
more, Esq.,  Chief  Engineer  of  the  State  of  New  York. 


Eil  Ett 

TO  ABOLISH  STATE  TOLLS  ON  RAIL  ROADS, 

Passed  July  10th,  1851. 

The  people  of  the  State  of  New  York,  represented  in  Senate  and 
Assembly,  do  enact  as  follows  : 

Section  I. — It  shall  not  be  necessary  for  any  rail  road  company 
in  this  State,  to  pay  any  sums  of  money  into  the  treasury  of  this 
State,  on  account  of  the  transportation  of  property  on  any  rail  road, 
on  and  after  the  first  day  of  December,  in  the  year  1851. 

Section  II. — It  shall  not  be  necessary,  after  the  said  first  day  of 
December  next,  for  any  rail  road  company  to  make  to  the  Comp- 
troller monthly  statements  of  the  property  carried  on  its  rail  road. 

Section  III. — All  acts  and  parts  of  acts,  requiring  the  payment 
of  State  tolls  by  any  rail  road  company,  for  the  transportation  of 
property  on  any  rail  road,  are,  after  the  first  day  of  December  next, 
so  far  as  they  conflict  with  this  act,  hereby  repealed. 

The  Northern  Rail  Road  was  built  for  the  avowed  purpose  of 
diverting  trade,  for  the  benefit  of  Boston,  from  the  Erie  Canal,  and 
other  lines  of  improvement  leading  to  New  York  City;  and  yet  in 
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reference  to  the  policy  of  retaining  it  by  taxation,  the  select  com. 
mittee  of  the  New  York  Senate  used  this  remarkable  language  : — 

“ Such  kind  of  protection  against  the  enterprise  and  capital  of 
Boston,  is  unworthy  of  this  great  State,  and  the  principle  should  be 
repudiated  by  the  Legislature,  in  case  she  had  the  right  and  power 
thus  to  legislate ; a policy  so  narrow  and  unjust  can  never  advance 
the  true  and  lasting  interests  of  any  people.” 

I repeat,  that  it  is  not  the  construction  of  the  Pennsylvania  Rail 
Road  that  will  injure  the  business  of  the  canal ; its  fate  is  decided 
by  the  progress  of  the  age — by  that  irresistible  march  of  improve- 
ment, which,  in  opening  new  and  vastly  superior  channels  of  com- 
munication, has  rendered  the  competition  of  a second-rate  canal 
impossible.  All  attempts  to  retard  the  progress  of  the  one  by  taxa- 
tion is,  in  the  language  of  the  committee,  “ unworthy  of  this  great 
State,”  and  to  improve  the  other  to  the  capacity  of  a first-class  rail 
road  is  hopelessly  impracticable. 

What,  then,  it  may  be  asked,  is  the  course  of  policy  which  it  is 
expedient  for  the  State  to  pursue.  If  the  trade  of  the  Pennsylvania 
Canal,  or  a large  portion  of  it,  will,  by  the  completion  of  other  and 
improved  means  of  transit,  be  diverted  from  it,  how  is  the  revenue 
to  be  obtained,  which  is  required  to  pay  the  interest  and  diminish 
the  principal  of  an  enormous  debt,  contracted  chiefly  in  the  con- 
struction of  these  very  improvements,  which  are  now  threatened 
with  partial  abandonment  ? 

Although  the  consideration  of  this  subject  might  not  appear  to 
have  any  direct  connection  with  the  business  of  the  Pennsylvania 
Rail  Road,  yet  as  a tax  has  been  imposed  upon  this  business,  under 
the  impression  that  it  is  necessary  to  protect  the  revenue  of  the 
State,  some  further  remarks  upon  this  subject  may  not  be  inappro- 
priate. 

Whatever  tax  may  be  imposed  upon  the  trade  of  the  Pennsylvania 
Rail  Road  must,  necessarily,  be  paid  by  those  who  use  this  improve- 
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ment,  and  is  consequently  local  in  its  character.  This  mode  of 
taxation  has  been  decided  by  the  Legislature  of  New  York  to  be 
unjust,  and  the  principle  assumed  by  this  intelligent  body  is,  that 
all  taxes  for  State  purposes  should  be  general  in  their  character.  A 
tax  upon  the  local  trade  of  the  counties  through  which  the  Pennsyl- 
vania Pail  Road  passes,  must  be  paid  by  the  citizens  of  these  coun- 
ties, and  the  direct  effect  is  to  prevent  the  development  of  the  natural 
resources,  and  the  consequent  improvement  of  the  county,  as  also 
the  increase  in  the  value  of  taxable  property. 

The  extent  of  this  influence  cannot  be  estimated ; but  it  is  certain, 
that  vast  quantities  of  coal  and  lumber  lie  within  short  distances  of 
the  line  of  road,  that  can  only  bear  the  lowest  rates  of  transporta- 
tion, and  which  can  never  be  sent  to  market  without  a remission  of 
the  tax.  Other  articles  are,  from  the  operation  of  the  same  cause, 
excluded  from  a distant  market,  and  the  production  limited  to  the 
small  supply  required  for  local  purposes. 

The  effect  of  a tax  upon  the  through  trade  is  so  obviously,  to  that 
extent,  a discrimination  against  the  trade  of  the  State,  and  in  favor 
of  rival  lines,  that  it  would  be  an  insult  to  the  intelligence  of  the 
Legislature  of  Pennsylvania,  to  suppose  that  it  can  continue  after 
these  lines  are  completed,  which  they  will  be  before  another 
session. 

It  would  not  be  difficult  to  suggest  a plan  by  which  the  State 
would  be  placed  in  a much  better  position  than  at  present,  by 
abandoning  the  more  expensive  and  unprofitable  portions  of  her 
main  line,  and  avoiding  the  unnecessary  expenditure  for  a new  road 
over  the  Allegheny  mountains.  If,  in  addition  to  this,  the  Columbia 
Rail  Road  should  be  sold,  and  a small  portion  of  the  proceeds  ap- 
plied to  the  enlargement  of  the  Union  Canal,  to  a capacity  equal  to 
that  of  the  Susquehanna  division,  the  State  debt  would  be  reduced 
to  the  extent  of  several  millions;  the  necessity  for  further  increase 
obviated,  the  transhipment  from  canal  to  rail  road  avoided,  and  an 
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unbroken  line  of  canal  secured,  connecting  the  waters  of  the  Sus- 
quehanna with  the  Schuylkill,  at  Philadelphia. 

If,  instead  of  an  excessive  tax  upon  a single  line,  injurious  alike 
to  the  interests  of  the  State  and  of  the  Company  upon  which  it  is 
imposed,  a general  and  scarcely  appreciable  tax  should  be  levied 
upon  the  tonnage  of  all  the  rail  roads  and  canals  of  the  State  owned 
and  operated  by  companies,  a larger  revenue  would  be  obtained 
than  could  be  derived  from  the  main  line  under  State  management, 
after  rival  roads  are  completed.  Prom  this  source  a large  sinking- 
fund  could  be  provided,  which  would,  with  certainty  and  rapidity 
extinguish  the  entire  principal  of  the  State  debt. 

To  procure  information  from  which  to  determine  the  business  of 
the  rail  roads  and  canals  of  the  State  as  the  basis  of  an  approximate 
estimate  of  revenue,  I addressed  circular  letters  to  the  Superinten- 
dents or  other  officers  of  those  works,  from  whom  I obtained  a 
sufficient  number  of  replies  to  enable  me  to  form  an  estimate,  which, 
although  by  no  means  accurate,  will  serve  to  show  very  nearly  the 
amount  of  revenue  derivable  from  a moderate  and  general  tax  on 
tonnage. 

The  estimate  is  based  on  the  supposition  that  the  whole  line 
between  Philadelphia  and  Pittsburg  is  owned  and  operated  by  one 
Company.  That  a specific  tax  per  ton  is  assessed  on  all  coal  trans- 
ported from  the  mines,  with  no  transit  tax  per  mile ; that  all  other 
freight  is  taxed  per  ton  per  mile. 

Prom  the  Canal  Commissioners’  report  of  last  year  we  find  the 
amount  of  coal  shipped  at  Hollidaysburg,  representing  the  produce 
of  the  Allegheny  mines,  about  ...  50,000  tons. 

From  Lehigh  mines,  - 1,000,000  “ 

Reading  Rail  Road,  as  reported  by  Superintendent,  1,666,000  “ 

Schuylkill  Navigation,  (estimated,)  - - 500,000  “ 

Lackawanna  and  Wyoming,  ...  - 800,000  “ 


Amount  carried  forward, 


4,016,000  tons. 
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Amount  brought  forward, 

Union  Canal, 

Wicinisco,  ------- 

Dauphin  and  Susquehanna,  (estimated,) 
Pittsburg  and  Monongahela,  - 

Total  tons  carried, 


The  number  of  tons  of  freight,  exclusive  of  coal,  carried  one  mile ; 


Main  line  from  Philadelphia  to 

Pittsburg,  equivalent  to  200,000 

tons  through,  or  carried  one  mile, 

, - - 70,000,000  miles. 

Philadelphia,  Wilmington  and  Baltimore,  - 2,000,000 

u 

Westchester, 

100,000 

u 

Trenton,  (estimated,)  - 

500,000 

(C 

Reading,  - - - - 

- 11,000,000 

u 

Schuylkill  Canal, 

2,000,000 

u 

Cumberland  Valley,  (estimated,) 

1,000,000 

u 

Harrisburg  and  Baltimore,  - 

1,500,000 

u 

Philadelphia  and  Norristown, 

800,000 

u 

York  and  Wrightsville, 

100,000 

u 

Union  Canal,  ... 

100,000 

u 

Other  improvements,  - 

100,000 

u 

4,016,000  tons. 

75.000  “ 

40.000  “ 
40,000  “ 

400,000  « 


4,571,000  “ 


Total  tons  carried  one  mile, 


89,200,000 


A specific  tax  on  coal  of  five  cents  per  ton,  and  a general  tax  on 
other  freight  of  one  mill  per  ton  per  mile,  would  yield  a net 
revenue  equal  to  that  of  the  Philadelphia  and  Columbia  Rail 
Road.  The  sale  of  this  road  would  reduce  the  State  debt  three 
and  a half  or  four  millions  of  dollars;  the  interest  of  which 


97 


might  be  applied  to  increase  the  sinking  fund  for  the  extinguish- 
ment of  the  remainder:  or  a portion  of  the  proceeds  arising 
from  the  sale  of  the  Columbia  Rail  Road  could  be  applied  to 
the  enlargement  of  the  Union  Canal,  and  the  remainder  to  the 
Erie  Rail  Road;  the  construction  of  which  would  develope  the 
resources  of  the  northern  and  north-western  counties,  enhance  the 
value  of  property,  add  to  the  revenues  of  the  State  by  additional 
assessments,  and  thus,  without  an  increase  of  the  State  debt  beyond 
its  present  limit,  would  greatly  benefit  an  important  and  extensive 
section  of  the  State,  and  add  to  the  revenue  applicable  to  the  final 
extinguishment  of  this  debt. 

Whether  it  would  ever  be  found  expedient  to  abandon  the  Port- 
age Rail  Road,  and  the  western  division  of  the  canal,  and  reduce 
the  three  transhipments  now  ^required,  to  a single  one  at  or  near 
Huntingdon,  is  not  a question  which  it  is  necessary  to  examine  at 
present;  an  arrangement  of  this  kind,  with  the  enlargement  of  the 
Union  Canal,  would  greatly  add  to  the  facilities  for  transportation 
over  the  Main  line,  and  advance  the  Pennsylvania  Canal  system  to 
its  greatest  perfection  and  efficiency. 

I am  well  aware  that  the  suggestions  that  have  been  ventured 
upon  must  meet  with  the  opposition  of  those  who  are  interested  in 
the  propriety  of  the  existing  condition  of  things,  but  confident  that 
a calm  and  careful  investigation  of  facts,  will  lead  others  to  the 
conclusion  that  they  are  not  unreasonable,  I am  willing  to  abide 
the  issue. 

Respectfully  submitted. 

H.  HAUPT, 

General  Superintendent  of  Pennsylvania  Rail  Road. 
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Condensed  Statement  of  Expenses  in  detail  of  Pennsylvania  Rail 
Road,  from  January  l,s/,  1851  to  December  31  si,  inclusive. 


Maintenance  of  Way. 


To  Foremen  and  Laborers, 
Tools, 

Incidentals, 

Superintendence, 

Road  and  Hand  Car,  . 
Repairs  of  Bridges,  &c., 
Stationery  and  Printing. 
Oil  and  Tallow,  . 
Repairs  of  Buildings,  . 
Spikes, 

Turntable,  . 


. §43,393  IT 

691  61 
441  77 
2,894  04 
388  03 
3,247  79 
148  43 
277  23 
21  28 
26  28 
18  03 

§51,547  66 


Motive  Power. 


To  Expenses  of  Water  Stations,  . §5,092  06 

Engineers,  .....  11,054  54 

Firemen,  .....  5,942  86 

Laborers,  .....  1,771  53 

Cotton  Waste,  . . . . 507  89 

Wood  and  Coal  for  Engines,  . 43,586  26 

Coal  for  Shops,  . . . . 704  06 

Oil  and  Tallow,  ....  4,370  62 


Amounts  carried  forward,  §73,029  82  51,547  66 
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Amounts  brought  forward, 

873,029  82 

Repairs  of  Engines, 

16,861  32 

Incidentals, 

402  20 

Repairs  of  Shops, 

233  17 

Superintendence, 

1,750  00 

Stationery  and  Printing, 

136  57 

Fluid,  .... 

237  93 

Tools,  .... 

834  67 

Depot  Rent, 

500  00 

93,985  68 

Deduct  amount  charged  to  Construction,  15,812  00 

78,173  68 


Maintenance  op  Cars. 


To  Repairs  of  Passenger  Cars)  . 
To  Repairs  of  Freight  Cars, 
Incidentals, 

Stationery  and  Printing, 


89,753  86 
14,795  89 

1 12 
13  41 


24,564  28 

Deduct  amount  charged  to  Construction,  3,953  00 

20,611  28 


* 


Conducting  Transportation. 
Passenger  Department. 

To  Conductors,  ....  84,712  94 

Laborers,  Brake  and  Baggagemen,  7,140  09 

Superintendence,  . . . 1,137  33 


Amounts  carried  forward,  812,990  36  150,332  62 
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Amounts  brought  forward, 

$12,990  36  150 

Ticket  Agents,  . 

. 

2,768  72 

Clerks,  .... 

1,505  05 

Incidentals, 

2,995  41 

Loss  and  Damage, 

613  24 

Stationery  and  Printing, 

1,253  02 

Fuel,  .... 

222  22 

Cleaning  Cars,  . 

983  97 

Oil  and  Tallow,  . 

756  90 

State  Tolls, 

13,406  88 

Advertising, 

528  11 

Depot  Rent, 

550  00 

Fluid,  .... 

269  04 

Harrisburg  & Lancaster  R.  R.  Tolls, 

73,611  96 

Teaming,  .... 

66  00 

Office  Rent  and  Furniture,  . 

30  00 

112, 


Freight  Department. 


Conductors, 

$4,127  67 

Laborers  and  Brakemen, 

16,243  54 

Superintendence, 

986  33 

Station  Agents,  . 

7,043  12 

Clerks,  .... 

6,756  21 

Incidentals, 

7,550  82 

Loss  and  Damage, 

1,278  38 

Stationery  and  Printing, 

1,273  06 

Fuel,  .... 

63  98 

Oil  and  Tallow,  . 

1,640  55 

State  Tolls, 

. 104,795  80 

332  62 


550  88 


Amounts  carried  forward,  $151,759  46  262,883  50 
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Amounts  brought  forward, 

8151,759 

46  262,883 

50 

To  Depot  Rent,  .... 

2,550 

74 

Repairs  of  Depot, 

76 

26 

Teaming, . . 

3,108 

30 

Fluid, 

35 

91 

City  Rail  Road  Tolls,  . 

675 

16 

Canal  Freight  and  Charges,  . 

37,983 

65 

Harrisburg  & Lancaster  R.  R.  Tolls, 

14,247 

67 

Advertising,  .... 

519 

97 

State  Tax,  ..... 

3,856 

75 

Office  Rent  and  Furniture,  . 

112 

28 

214,926 

15 

Deduct  amount  charged  to  Construction, 

10,986 

07 

203,940 

08 

Total  Amount, 

. . 

8466,823 

58 

RECAPITULATION. 


Maintenance  of  Way,  ....  851,547  66 

Motive  Power,  .....  78,173  68 

Maintenance  of  Cars,  ....  20,611  28 

Conducting  Transportation,  (Pass’r  Dep’t,)  112,550  88 
Conducting  Transportation,  (Fr’t.  Dep’t,)  203,940  08 


Total,  . 


. 8466,823  58 
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Items  of  Expenses  incurred  by  Pennsylvania  Rail  Road  Company 
in  the  transportation  of  Freight  between  Philadelphia  and  Pitts- 
burg,, but  not  chargeable  to  the  business  proper  of  the  Pennsylvania 
Rail  Road. 

Tolls  paid  on  Freight  to  Commonwealth,  . . $93,809  73 

Tolls  on  Harrisburg  and  Lancaster  Rail  Road,  . 14,247  67 

Freight  on  "Western  Division  of  Pennsylvania  Canal,  37,983  65 
Commissions,  Agencies,  Depots,  and  other  Transporta- 
tion Expenses,  in  proportion  of  length  of  Pennsyl- 
vania Rail  Road  to  whole  length  of  route,  or  f of 

$57,899  03*  - 34,999  39 

Repairs  of  Freight  Cars,  or  f of  $14,795  89,  . 9,863  92 

Motive  Power  east  of  Harrisburg  at  23t6q-  cents  per 
mile,  for  59,622  miles,  .....  14,068  79 

Total,  ....  $204,973  15 


* Tliis  result  lias  been  obtained  by  distributing  the  Expenses  on  the  whole 
route,  including  the  Canal ; if  the  Canal  be  omitted  entirely,  and  the  whole 
amount  divided  between  the  Rail  Road,  the  result  will  be  reduced  $5,050. 
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Statement  of  Receipts  and  Expenses  of  Pennsylvania  Rail  Road 
Company  on  their  whole  business , from  January  1st , 1851,  to 
January  1st,  1852. 


Receipts. 

From  Passengers,  Mails,  Express,  &c.  on  Pennsylvania 

Rail  Road, $315,145  33 

From  Lancaster,  Columbia,  and  Portage  Rail  Roads,  371,164  54 

Total  Receipts  from  Passengers,  Mails,  &c.,  . . 686,309  77 

Total  Receipts  from  Freight,  ....  353,255  72 

Total  Receipts,  . . . 1,039,565  49 


Expenses. 


Maintenance  of  Way, 

• 

$51,547 

66 

Maintenance  of  Cars, 

. 

20,611 

28 

Motive  Power, 

. 

78,173 

68 

Conducting  Transportation, 

including 

tolls  and  expenses  on 

State  and 

Harrisburg  & Lancaster  Rail  Roads, 

556,307 

57 

706,640  19 

Balance,  or  Total  Net  Receipts,  . . . $332,925  30 


Cost  of  the  whole  average  length  of  road  in  use  for  1851,  with 
equipment, 4,900,000 

Net  Profits  equal  to  6f  per  cent,  on  whole  cost  of  the  portion  of 
the  road  in  use,  and  its  equipment. 
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Retort  of  Tonnage  of  Articles  sent  from  and  received 
at  Philadelphia , via  P ennsylvania  Rail  Road,  during  the 
year  1851. 


PITTSBURG. 

LOCAL. 

LIST  OF  ARTICLES. 

Forwarded. 

Received. 

Forwarded. 

Received. 

Fresh  Meats,  or  Poultry,  or  Fish, 

# 

# 

199,786 

Boots,  Shoes,  Bonnets,  &c. 

Books  and  Stationery, 

1,359,639 

1,107 

313,610 

7,831 

371,789 

12,228 

28,395 

China,  Glass,  or  Queensware,  . 

859,065 

1,319 

195,419 

Dry  Goods, 

8,578,985 

. 

2,447,994 

62,120 

Butter,  Eggs,  &c., 

211,779 

808,167 

Feed,  . . ; 

. 

220,925 

Furniture, 

849,963 

18,957 

94,837 

74,840 

Caper,  of  all  kinds,  . 

9,569 

970 

Live  Stock, 

. 

. 

i, 521, 720 

Window  Glass, 

. 

1,495 

Wines  and  Liquors,  Alcohol,  &c., 

52,301 

65,830 

104,940 

255,282 

! Wool  and  Yarn, 

673,766 

2,568 

231,209 

Oil  Cloth,  .... 

, 

13,044 

Green  and  Dried  Fruits, 

. 

65,756 

6,808 

431,926 

Feathers,  .... 

. 

82,293 

13,323 

Flour,  .... 

561,147 

. 

3,674,068 

Grass,  and  other  Seeds,  . 

Grain  of  all  kinds,  . 

. 

. . 

460,755 

734,032 

. . 

1,232,058 

Drugs,  Medicines,  and  Dye  Stuffs,  Ginseng, 
Sumac,  4 

7,158 

111,568 

507,779 

Groceries,  (except  Coffee,) 

1,268,301 

. 

3,576,634 

Hardware, 

1,090,261 

45,473 

710,698 

181,471 

Marble,  Mill-stones,  &e., 

85,511 

47,528 

, . 

233,300 

Oysters, 

. 

2,194 

Machinery. 

15,677 

9,755 

5,687 

64,705 

Stoves  and  Castings, . 

2,762 

. 

18,560 

160,443 

Tobacco,  .... 

15,526 

390,822 

25,100 

11,600 

1 Blooms, 

. 

• 

520,865 

Iron,  Rolled,  Hammered,  &c.,  . 

197,444 

16,650 

261,799 

120,152 

j \Tails  and  Spikes, 

31,411 

19.410 

474,749 

1,018,570 

I Jheese,  .... 

4,225 

2,545 

. 

4,951 

l Coffee  and  Fish, 

270,074 

. 

1,039,915 

, . 

! Candles,  .... 

72,296 

. 

[Soap  Westward,  Rags  Eastward, 

. 

14,426 

. 

35,900 

Wire  Hope, 

• 

52,900 

. 

1 Hides,  Hams,  &c., 

37,766 

71,483 

482,298 

37,094 

Leather,  .... 

85,838 

554,941 

78,385 

1,317,723 

Lard  and  Lard  Oil,  . 

Potatoes,  Turnips,  &c.,  . 

. 

454,055 

. 

34,871 

. 

180 

. 

20,145 

Salt  Meat, 

16,656 

4,693,237 

13,086 

637,700 

| Earthenware, 

243,136 

8,850 

75,355 

Tin,  .... 

. , 

19.204 

Bark,  .... 

. 

200,329 

Soda,  Pot  Ash  and  Whiting, 

24,9*22 

6,469 

8,985 

. 

i Lumber  or  Timber, 

. . 

. 

765,650 

Salt,  Tar,  Pitch  and  Rosin,  . 

. . 

187,861 

; Plaster,  .... 

32,960 

Cements,  . . . 

. 

231.637 

. 

i Copper,  .... 

. 

. 

6,334 

1,680 

Pig  Iron, 

27,270 

. 

810,790 

Miscellaneous, 

25,776 

80,737 

66,598 

170,983 

Total,  First  Class, 

11,191,456 

604,952 

3,108,296 

1,385,297 

Total,  Second  Class, 

2,778,634 

2,384,552 

4,254,902 

2,933,961 

Total,  Third  Class,  . 

Total,  Fourth  Class, 

1,244,801 

4,575,207 

2,264,633 

2,618,803 

44,728 

1,643,068 

869,631 

9,118,017 

Total 

. 

15,259,619 

9,207,839 

10,497,462 

16,056,078 

Total  Number  of  Equivalent  Through  Passengers  carried  during  the  year  1851. 
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Total  Number  of  Passengers  carried  during  the  year  1851. 
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Average  cost  of  repairs  per  100  miles  rim  on  Pennsylvania  Rail  Road,  $2  92. 

Average  cost  of  repairs  per  100  miles  run  on  Baltimore  and  Ohio  Rail  Road,  $5  73. 


108 


Statement  of  Cars  owned  by  Pennsylvania  Rail  Road  Com- 
pany, December  31,  1851. 


Passenger  Cars. 

Columbia  Rail  Road  Line,  eight  wheels,  ... 

Cars. 

14 

Wheels. 

112 

Phoenix  Line,  eight  wheels, 

5 

40 

Pennsylvania  R.  R.,  Eastern  Division,  eight  wheels,  - 

16 

128 

Pennsylvania  R.  R.,  Western  Division,  do 

3 

24 

Allegheny  Portage,  eight  wheels,  - 

6 

48 

Total, 

44 

352 

Emigrant  Cars. 

Care.  Wheele. 

Pennsylvania  R.  R.,  Eastern  Division,  eight  wheels,  - 10  80 

Allegheny  Portage,  eight  wheels,  - - - - 1 8 

Total, 11  88 


Matt,  and  Baggage  Cars. 

Cars.  Wheels. 


Penna.  R.  R.,  Eastern  Division,  eight  wheels,  B.  C.,  8 64 

Penna.  R.  R.,  Eastern  Division,  four  wheels,  B.  C.,  - 1 4 

Penna.  R.  R.,  Eastern  Division,  eight  wheels,  M.  C.,  6 48 

Penna.  R.  R.,  Western  Division,  eight  wheels,  B.  C.,  1 8 


Total, 16  124 
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Freight  Cars.- 


Box  Cars,  eight  wheels,  - 

- 

- 

- 

Cars. 

- 220 

Wheels. 

1760 

Box  Cars,  four  wheels,  - 

- 

- 

- 

- 100 

400 

Stock  Cars,  eight  wheels, 

- 

- 

- 

- 96 

768 

Platform  Cars,  eight  wheels,  - 

- 

- 

- 

- 23 

184 

Total, 

- 

. 

- 

- 439 

3112 

REMARKS. 

Two  eight  wheeled  cars,  (box  freight,)  have  been  converted  into 
baggage  cars. 

One  eight  wheeled  box  freight  car,  was  destroyed  at  Plane  4. 

One  four  wheeled  box  freight  car,  was  destroyed  at  Plane  4. 

One  eight  wheeled  box  freight  car,  was  destroyed  by  slide  in  cut 
near  Lewistown. 

One  eight  wheeled  box  freight  car,  was  destroyed  by  run  off  on 
the  Harrisburg  and  Lancaster  Rail  Road. 

One  Emigrant  car,  (letter  D.,)  was  destroyed  at  Plane  4. 

One  Emigrant  car,  (TV.  B.  Conway,)  was  destroyed  at  Plane  4. 

One  Emigrant  car,  (Gen.  Cass,)  and  six  short  Emigrant  cars  and 
seven  short  baggage  cars  were  condemned  and  broken  up — these 
cars  were  bought  from  the  Commonwealth  of  Pennsylvania. 

F.  A.  DENNING, 

Car  Inspector. 


Harrisburg,  January  1,  1852. 


REPORT 


ON  THE 

INCREASED  COST  OF  TRANSPORTATION 

OVER  THE  PENNSYLVANIA  RAIL  ROAD, 

In  consequence  of  its  connection  with  the  State  improvements,  with 
the  impediments  to  a successful  competition  for  the  through  trade, 
arising  from  the  existing  regulations  and  rates  of  toll  on  the 
State  roads. 


terral  fcnspnrtatinit  (Dtrc,  pm.  11. 11.  Cu., 

January,  1859. 

To  the  President  and  Directors  of  the 

Pennsylvania  Rail  Road  Company. 

Gentlemen  : — I beg  leave  respectfully,  to  present  you  with  a 
statement  of  the  difficulties  and  extra  expenses  connected  with  the 
transportation  of  freight  and  passengers  over  the  State  roads. 
Under  the  impression  that  it  is  impossible  for  any  one  not  in  the 
immediate  charge  of  the  transportation  department  of  the  Pennsyl- 
vania Rail  Road,  to  perceive  and  appreciate  the  many  serious  disad- 
vantages to  which  we  are  subjected,  by  being  compelled  to  submit 
to  the  terms  and  conform  to  the  regulations  of  the  State  rail  roads, 
and  believing  that  it  is  highly  important  that  the  facts  should  be 
presented  to  you,  that  proper  means  may  be  taken  to  abate,  extin- 
guish or  avoid  these  evils,  I submit  the  following  report,  exhibiting 
some  of  the  more  prominent  impediments  to  our  successful  compe- 
tition with  other  lines,  for  the  trade  of  the  west. 


Ill 


Some  of  the  impediments  to  transportation,  as  they  exist  at 
present  upon  the  State  roads,  are — 

First. — The  high  rates  of  toll. 

The  lowest  rates  at  which  articles  are  now  transported  between 
Philadelphia  and  Pittsburg,  are  ninety  cents  for  dry  goods,  and 
forty -five  cents  for  heavy  freight ; and  at  these  rates,  the  trans- 
porters assert  that  they  do  not  afford  a fair  profit ; the  distance  be- 
tween Philadelphia  and  Pittsburg  is,  by  rail  road,  three  hundred 
and  fifty-eight  miles,  or  by  canal  three  hundred  and  ninety-five 
miles. 

The  Baltimore  and  Ohio  Rail  Road  Company  have  demonstrated 
by  their  own  experience,  that  they  can  transport  some  articles 
profitably,  at  one  and  a cpiarter  cents  per  ton,  per  mile,  cars  in- 
cluded, and  with  loads  only  in  one  direction.  The  charge  on  the 
Reading  Rail  Road  is  hut  little  greater ; at  this  rate  the  cost  of 
transportation  for  a distance  equal  to  that  between  Philadelphia  and 
Pittsburg  should  he  hut  twenty-three  cents ; and  it  is  evident,  there- 
fore, that  such  a reduction  must  be  made  in  tolls  and  other  expenses 
on  the  Pennsylvania  line,  as  to  lower  the  charges  to  one-half  the 
present  rates,  before  freight  can  be  carried  as  cheaply  as  on  the 
Baltimore  roads,  and  until  this  is  done,  we  will  not  be  upon  an 
equal  footing  with  our  competitors ; comparing  the  whole  charge 
made  by  the  transporters  with  the  portion  paid  to  the  State  for 
tolls,  and  allowing  for  horse  power,  &c.,  on  canals,  the  amount  re- 
ceived for  use  of  cars  and  transportation  expenses,  is  more  than  the 
State  receives  for  tolls ; hut  on  rail  roads  doing  a good  business, 
fifty  or  at  most  sixty  per  cent,  of  road  and  motive  power  charges 
would  be  considered  a full  allowance  for  these  expenses  ; comparing 
the  local  rates  which  are  then  charged  to  the  Pennsylvania  Rail 
Road  Company,  on  the  Columbia  and  Portage  roads,  with  the 
charges  on  the  Baltimore  and  Ohio  Rail  Road,  we  have  on  an  aver- 
age load  of  dry  goods,  thirteen  cents  on  Columbia  Rail  Road,  and 
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nine  and  a quarter  cents  on  Portage,  adding  sixty  per  cent,  for  trans- 
portation expenses,  and  reducing  to  an  average  length  of  one  hun- 
dred and  eighty  miles  for  compromise  with  Baltimore  and  Ohio 
Buil  Road,  the  rates  will  he  for  the  same  distance,  52  7-10 
cents  on  Columbia  Rail  Road,  seventy-four  cents  on  Portage,  twenty- 
five  cents  on  Baltimore  and  Ohio  Rail  Road,  or  nearly  in  propor- 
tion of  two,  three  and  one.  The  lowest  rate  on  the  Canal  Com- 
missioners’ list,  coal  excepted,  is  seven  mills  per  one  thousand 
pounds,  per  mile,  which,  with  addition  of  wheel  tolls,  is  equivalent 
to  eight  and  a half  cents  per  one  hundred  pounds,  for  seventy-one 
miles ; or  for  one  hundred  and  eighty  miles,  with  addition  of  sixty 
per  cent,  for  cars,  &c.,  will  he  thirty-two  cents.  The  Baltimore  and 
Ohio  charge  for  the  same  distance,  about  one-third.  The  dilference 
on  the  Portage  Rail  Road  is  still  greater ; but  as  this  road  will  be 
avoided  by  the  construction  of  the  Pennsylvania  Rail  Road,  it  may 
be  left  out  of  view;  and  the  attention  directed  to  the  Columbia 
Rail  Road,  with  which  it  is  proposed  that  the  Pennsylvania  Rail 
Road  shall  form  a compulsory  and  perpetual  union.  A recent  re- 
port of  Mr.  Cowden,  from  the  Committee  on  inland  navigation,  re- 
presents the  rates  of  toll  on  the  Philadelphia  and  Columbia  Rail 
Road,  as  quite  as  favorable  as  on  the  roads  with  which  it  is  compared; 
but  the  comparison  is  made  with  individual  or  private  cars  on  roads 
doing  a local,  not  a through  business,  and  with  companies  too,  who 
are  transporters,  and  therefore  not  disposed  to  extend  to  other  par- 
ties a reduction  of  rates  that  would  injure  themselves.  There  is  in 
fact,  no  road  at  this  time  with  which  the  Pennsylvania  Rail  Road 
for  through  business  can  be  compared,  except  the  Baltimore  and 
Ohio ; and  here,  as  we  have  seen,  allowing  only  sixty  per  cent,  of 
the  present  charge  of  transporters  on  Columbia  Rail  Road,  the  rates 
for  the  same  distance  on  the  heaviest  and  cheapest  articles,  are  three 
times  as  much  as  on  the  Baltimore  road. 

At  the  Baltimore  and  Ohio  rates,  the  charge  for  seventy-one  miles 
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should  be  four  and  a half  cents ; the  charge  on  the  Columbia  road 
is,  allowing  sixty  per  cent,  for  transportation  expenses,  thirteen  and 
a half  cents,  making  a difference  of  nine  cents  per  one  hundred 
pounds,  or  one  dollar  and  eighty  cents  per  ton,  on  heavy  freight,  the 
average  load  being  estimated  at  eight  thousand  pounds.  On  dry 
goods,  it  has  been  shown  that  the  whole  expenses  on  the  Columbia 
Eail  Eoad,  are  more  than  double  those  on  the  Baltimore  and  Ohio 
Eail  Eoad,  or  twenty-one  cents  for  seventy-one  miles ; the  over- 
charge is  eleven  cents,  or  two  dollars  twenty  cents  per  ton. 

As  dry  goods  are  carried  west,  and  heavy  articles  east,  an  average 
of  these  differences  should  be  taken,  which  will  give  the  over-charge 
at  present  rates  of  toll  on  the  Columbia  Eail  Eoad,  ten  cents  per 
one  hundred  pounds,  or  two  dollars  per  ton.  We  proceed  to 
enumerate 

Second. — The  small  allowance  of  weight  on  State  road.  This 
operates  very  seriously  against  cheap  transportation,  not  only  on 
the  mountain  grades,  but  also  on  those  of  ordinary  inclination,  in- 
creasing the  expenses  for  motive  power,  cars,  conductors,  and  some 
other  items  in  proportion  to  the  increase  of  dead  or  non-paying 
weight,  to  each  train. 

The  limit  of  load  to  an  eight  wheel  car  on  the  State  road,  is  thir- 
teen thousand  pounds ; on  well  conducted  Company  roads,  from 
eighteen  thousand  to  twenty-four  thousand,  are  usually  carried, 
allowing  also,  two  thousand  pounds  for  extra  strength  required  in 
cars,  in  consequence  of  ill  usage  upon  the  State  roads,  and  the  ex- 
cess of  dead  weight  will  be  more  than  twenty-five  per  cent,  over 
that  which  on  well  managed  Company  roads  would  be  required  for  a 
car  load.  The  expenses  which  are  increased  by  an  increase  of 
weight  form  about  forty -five  per  cent,  of  the  whole  cost  of  transpor- 
tation, which  may  be  taken  at  an  average  of  one-half  the  whole 
charges  between  Philadelphia  and  Pittsburg ; at  an  average  of 
seventy  cents,  the  increased  expense  incurred  by  the  small  allowance 
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of  weight  upon  the  State  road,  will  he  twenty -five  per  cent,  of  forty- 
five  per  cent,  of  the  half  of  seventy  cents,  equal  to  four  cents  per 
one  hundred  pounds,  or  eighty  cents  per  ton. 

Third. — The  rules  of  the  State  roads  require  one  brakeman  on 
five  short  cars ; on  other  roads  with  similar  gradients,  one  brakeman 
to  six  or  eight  double  cars  would  be  considered  an  ample  allowance. 
The  increased  expense  caused  by  this  regulation,  adds  one  and  a 
quarter  cents  per  one  hundred  pounds,  or  twenty-five  cents  per 
ton. 

Fourth. — The  State  tax  is  another  very  serious  obstacle  in  the 
way  of  successful  competition  with  other  roads,  which  are  exempt 
from  this  burden.  It  amounts  to  three  mills  per  mile,  or  eighty-six 
cents  per  ton  between  Dillerville  and  Pittsburg. 

Adding  together  the  items  which  have  been  enumerated : — 


1.  Excess  of  expense  on  Columbia  Rail  Road,  - $2  00 

2.  Expense  from  limit  of  weight,  ...  80 

3.  u “ superfluous  brakemen  - - 25 

4.  u u State  tax,  86 


Total  per  ton,  - - - $3  91 


The  total  tonnage  of  the  Baltimore  and  Ohio  Rail  Road  last  year 
(1850),  was  477,555  tons,  in  its  present  unfinished  condition;  on 
an  equal  amount  on  the  Pennsylvania  Rail  Road,  the  increased  ex- 
penses to  which  the  company  would  be  subjected,  if  present  rates 
and  regulations  should  continue,  would  amount  to  the  enormous 
sum  of  nearly  two  millions  of  dollars.  But  the  present  business  of 
the  Baltimore  and  Ohio  Rail  Road  is  not  a measure  for  that  of  the 
Pennsylvania  Rail  Road,  after  its  entire  completion  with  double 
track.  It  must  be  evident,  that  with  such  an  incubus  the  struggles 
of  the  Pennsylvania  Rail  Road  to  maintain  a competition  with  her 
more  favored  rivals,  would  be  fruitless.  The  extra  expense  of  doing 
business  over  the  Columbia  Rail  Road,  if  present  rates  and  regula- 
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tions  should  continue,  would  he  a six  per  cent,  dividend  on  nearly 
thirty  millions  of  dollars.* 

The  disadvantages  enumerated  are  sufficient  to  prove,  that  a 
proper  share  of  the  trade  of  the  west  cannot  he  expected,  without  a 
radical  change  in  our  connections  with  the  State  road.  Any  tax  or 
discrimination  against  the  business  of  the  Pennsylvania  Rail  Road 
is  altogether  in  favor  of  competing  routes ; but  as  it  is  possible  that 
the  tax  may  he  reduced,  rates  altered,  and  a more  liberal  allowance 
of  weight  permitted,  it  is  proper  to  enumerate  some  of  the  minor 
disadvantages,  to  which  a party  conducting  business  on  the  State 
road  is  subjected,  when  compared  with  a Company  owning  the 
whole  line  over  which  their  operations  are  extended.  These  are : — 

5th.  The  division  of  trains  at  Dillerville  and  West  Philadelphia, 
in  consequence  of  which  cars  must  pass  over  the  road,  under  the 
charge  of  irresponsible  brakemen,  and  serious  difficulty  and  expense 
are  incurred,  in  complying  with  the  regulations  of  the  State  road  in 
regard  to  clearances. 

6th.  The  requirement  to  furnish  our  keys  to  officers  of  the  State 
road,  who  are  not  responsible  to  us  for  the  publicity  that  may  be 
given  to  them. 

7th.  The  delay  of  one  day  at  West  Philadelphia,  in  consequence 
of  not  having  the  control  of  motive  power  arrangements,  or  the 
ability  to  start  trains  at  any  hour  when  the  business  of  the  road  re- 
quires them  to  be  dispatched. 

8th.  Delays  at  Dillerville,  in  waiting  for  the  successive  arrivals 
of  the  different  portions  into  which  our  trains  are  subdivided. 

9th.  The  increased  expense  of  cars,  repairs,  brakemen,  and  con- 
ductors, in  consequence  of  these  delays,  as  a much  smaller  stock 
would  suffice,  if  the  trip  could  be  performed  in  less  time. 

* Some  reduction  has  been  made  in  the  State  tolls,  since  the  above  was 


written. 
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10th.  The  loss  of  trade  that  will  he  consequent  upon  the  delays 
at  Dillerville  and  W est  Philadelphia,  when  in  competition  with  more 
expeditious  routes. 

11th.  The  impossibility,  with  a large  business  and  numerous  em- 
ployees, of  complying  literally  with  all  the  regulations  of  the  State 
road,  designed  for  private  cars,  and  the  annoyances  from  subordinate 
officers,  in  the  State  service,  in  attempting  to  enforce  these  regula- 
tions. 

15th.  Detentions  from  weighing  and  clearing  cars,  which,  with  a 
crowd  of  business,  must  become  very  serious. 

13tli.  Detention  of  cars,  and  rejection  of  part  of  the  loading, 
when  they  contain  more  than  the  prescribed  limit  of  weight. 

14tli.  Overcharges,  caused  by  difference  in  weight  upon  the  scales, 
at  different  points  of  the  State  road. 

15th.  Fines,  from  accidental  omissions,  or  errors  in  the  classifica- 
tion of  items,  according  to  the  State  lists. 

16th.  Fines,  for  carrying  passengers  who  jump  on  the  freight 
trains,  often  without  the  knowledge  or  consent  of  the  conductor,  and 
cannot  be  approached  while  the  train  is  in  motion. 

17th.  Fines,  from  omission  of  weight  marks,  resulting,  in  every 
case  that  has  yet  occurred,  from  causes  beyond  our  control. 

18th.  The  refusal  of  the  State  to  be  responsible  for  loss  or 
damage,  the  liabilities  to  which  are  greater  on  the  State  road  than 
on  any  other. 

19th.  The  injury  to  cars,  resulting  from  the  fact  that  engines 
are  not  under  the  control  of  the  car  owners,  and  engine  men  are  not 
disposed  to  exercise  any  particular  care  when  there  is  no  responsi- 
bility for  damages. 

20th.  The  refusal  of  the  dispatcher  on  the  State  road  to  allow  the 
switch  at  "West  Philadelphia  to  be  used  at  night,  in  consequence  of 
which  business  at  the  Philadelphia  depot  has  been  suspended,  when 
delay  was  a serious  injury. 
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21st.  The  different  interpretations  frequently  given  by  collectors 
to  resolutions  of  the  Canal  Commissioners,  whereby  errors  are  caused, 
which  require  great  vigilance  to  detect,  and  time  and  trouble  to 
correct. 

22d.  The  differences  in  returns  of  passenger  mileage,  resulting 
from  neglect  or  unwillingness  of  State  agents  to  compare  with  our 
conductors. 

23d.  Fines  for  leaving  mails,  caused  by  the  State  agents  starting 
trains  without  them. 

24th.  The  charge  of  wheel  toll,  without  regard  to  the  number  of 
passengers  carried,  whereby  a premium  is  paid  for  subjecting  pas- 
sengers to  discomfort,  by  crowding  as  many  seats  into  a car  as 
possible. 

25th.  The  excessive  liberality  which  is  permitted  in  the  donations 
of  free  tickets,  occasioning  much  loss  of  revenue,  both  to  the  State 
and  to  the  transporters. 

I have  enumerated  some  of  the  difficulties  connected  with  the 
transportation  of  passengers  and  freight  over  the  State  road,  as  they 
have  existed.  There  can  be  no  doubt,  from  the  intelligence  and 
accommodating  spirit  which  is  manifested  by  the  present  Canal 
Board,  that  many  of  the  difficulties  will  be  lessened,  or  entirely 
removed,  and  some  of  them  have  already  ceased  to  give  trouble. 

Xo  one,  acquainted  with  these  gentlemen,  can  entertain  a doubt 
that  the  interests  of  the  Commonwealth  constitute  the  end  and  object 
of  their  official  efforts ; but  there  is  no  assurance  that  another  Board 
will  act  on  the  same  principles,  and  a permanent  connection  with 
the  State  road,  without  some  equitable  contract,  would  place  the 
Pennsylvania  Bail  Boad  Company  in  the  power  of  any  Board,  who, 
by  arbitrary  and  oppressive  restrictions,  might  be  disposed  to  em- 
barrass their  operations. 

"When  the  Pennsylvania  Bail  Boad  is  finished,  the  State  will  own 
ess  than  one-fifth  part  of  the  line.  Is  it  right,  that  so  small  a por- 
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tion  should  control  the  operations  of  the  whole,  and  compel  a con- 
formity to  regulations,  which  having  been  designed  for  individuals, 
are  most  serious  annoyances  to  the  business  of  a large  corporation  ? 

It  is  desirable  that  the  stream  of  trade  should  flow  over  the 
Columbia  Rail  Road ; but  it  will  scarcely  be  disputed,  that  a Com- 
pany conducting  operations  on  an  extensive  scale,  with  permanent 
officers,  and  a system  perfected  by  a careful  professional  study  of  all 
the  improvements  of  the  age,  can  transport  with  much  less  expense 
than  individuals,  or  than  a political  organization,  subject  to  the 
never-ending  changes  produced  by  rotation  in  office. 

It  is  proper  to  state,  that  the  remarks  that  have  been  made  apply 
to  the  general  system  upon  which  the  business  of  the  State  roads  is 
conducted,  and  not  to  the  personal  actions  of  any  of  the  officers  em- 
ployed upon  them.  So  far  from  entertaining  a disposition  to  censure 
these  gentlemen,  I have  been  truly  gratified  at  the  accommodating 
disposition  which  has  been  manifested,  and  surprised  that  they  were 
able  to  discharge  their  duties,  under  the  system  to  which  they  were 
required  to  conform,  without  giving  us  more  annoyance.  In  parti- 
cular, I must  express  my  obligation  to  the  superintendents  of  the 
Columbia  and  Portage  Rail  Roads,  for  the  efforts  which  they  have 
made  to  accommodate  our  business,  and  for  a degree  of  regularity 
in  the  running  time  of  their  passenger  trains,  which,  under  the  cir- 
cumstances, I did  not  anticipate. 

Respectfully  submitted, 

H.  HAUPT, 

General  Superintendent  Penna.  Rail  Road. 


TO  THE  STOCKHOLDERS 


OF  THE 


PENNSYLVANIA  KAIL  KOAL  COMPANY. 


A publication  in  the  newspapers  of  this  morning  over  the  signa- 
ture of  the  Chief  Engineer,  requires  a brief  notice  at  my  hands. 
While  that  gentleman  is  a candidate  against  me  for  the  position 
I now  hold,  I can  have  no  controversy  with  or  about  him.  It  is 
due,  however,  to  the  Stockholders,  in  view  of  the  character  of  the 
statement  itself,  and  of  the  time  at  which  he  has  thought  proper  to 
bring  it  before  the  public,  that  I should  say  that  his  views  with 
regard  to  the  future  policy  of  the  Company,  as  therein  stated,  are 
utterly  at  variance  with  all  his  previous  conversations  upon  this 
subject  with  myself  and  many  others.  He  has  repeatedly  urged 
upon  me  the  policy  of  borrowing,  in  preference  to  a further  increase 
of  the  capital  stock,  and  I am  prepared  to  prove  the  fact  here  or 
elsewhere,  whenever  and  wherever  it  may  suit  his  convenience  to 
make  the  issue.  Within  thirty  days  prior  to  the  day  fixed  for  the 
payment  of  the  interest  due  on  the  1st  of  November  last,  he  entered 
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into  an  argument  with  me  to  prove  the  impolicy  of  paying  that 
interest,  and  only  abandoned  his  position  when  I pointed  out  to 
him  the  effect  of  such  a breach  of  faith  upon  the  market  value  of 
the  bonds  remaining  in  the  possession  of  the  Company. 

The  views  of  the  Chief  Engineer  with  regard  to  subordination 
have  been  sufficiently  developed  in  his  practice  since  he  has  been 
in  the  service  of  the  Company,  and  his  assertion  that  he  is  in  favor 
of  further  reductions  of  the  rates  of  freight  and  travel,  is  best 
answered  by  the  following  quotation  from  his  official  report  of 
November  15th,  1849. 

“The  local  passenger  rates  were  placed  at  3}  cents  per  mile  at 
the  opening  of  the  road,  and  through  rates  at  3 cents.  The  Board 
have  since  wisely  determined  to  abolish,  after  the  1st  of  January, 
the  distinction  between  the  local  and  through  passengers,  and 
charge  all  at  the  latter  rate,  which  I think  will  ultimately  yield 
the  largest  net  revenue,  and  should  not  be  further  reduced,  except 
for  emigrants  and  other  similar  travel  which  may  be  carried  at  a 
slow  speed,  at  very  low  charges.” 

W.  C.  PATTERSON. 

February  2nd,  1852. 
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Pliiladelpliia,  Second  Month  2d,  1S52. 


William  C.  Patterson, 

President  of  tlie  Pennsylvania  Rail  Road  Company. 

I wish  to  call  your  attention  to  two  very  extraordinary  state- 
ments made  in  the  North  American  of  to-day,  over  the  signature 
of  J.  Edgar  Thomson.  The  article  surprises  me  more  than  any 
of  the  various  ones  which  have  yet  appeared,  either  anonymous,  or 
over  the  signatures  of  proper  names.  I allude  to  what  he  says 
about  advising  you  not  to  pay  the  last  interest,  and  to  what  he  said 
to  me  in  reference  to  borrowing  money.  The  former  I must  leave 
for  you  to  correct,  as  I was  not  present  when  Mr.  Thomson  prof- 
ferred  his  advice,  hut  the  latter  I assert  positively  is  not  correct. 

The  occasion  on  which  Mr.  Thomson  told  me  that  he  was  in 
favor  of  borrowing  money,  as  he  saw  no  other  way  in  which  the 
pressing  wants  of  the  company  could  he  met,  was  at  my  store, 
within  the  last  fifteen  days.  The  conversation  lasted  at  least  an 
hour,  in  which  we  were  canvassing  the  past  history  of  the  road,  its 
management,  and  its  probable  fate.  You  may  make  any  use  of 
this  that  you  consider  for  the  interest  of  the  road. 

Yours,  truly, 

E.  M.  DAVIS. 


A PROTEST. 


TO  THE  CHAIRMAN  OF  THE  ANNUAL  MEETING  OF  THE  PENN- 
SYLVANIA RAIL  ROAD  COMPANY. 


Sir  : — The  undersigned  members  of  the  Board  of  Commissioners 
of  the  District  of  the  Northern  Liberties  having,  in  common  with 
their  constituency,  a deep  interest  in  the  permanent  prosperity  of 
the  Pennsylvania  Pmil  Pioad  Company,  feel  it  their  duty  to  present 
to  the  meeting  of  the  Stockholders,  a brief  statement  of  the  occur- 
rences that  resulted  in  the  election  of  E.  T.  Mott  and  John  M. 
Kennedy,  Esq’s.,  to  represent  the  stock  of  said  District  at  this  meet- 
ing, and  also  to  cast  the  votes  of  the  District  at  the  election  for  a 
Board  of  Managers. 

The  large  amount  of  stock  held  by  the  Corporation,  naturally 
made  its  legal  representatives  early  and  interested  observers  of  the 
differences  that  had  sprung  up  in  the  Board  of  Managers  of  this 
Company,  and  also  desirous  of  obtaining  all  the  information  as  to 
the  real  causes  of  that  misunderstanding  that  would  serve  as  a re- 
liable guide  for  their  own  conduct  when  called  upon  to  take  a part 
in  the  contest  themselves.  Disregarding  the  thousand  rumors  that 
had  been  spread  over  the  District,  it  was  the  general  understanding 
of  ■ the  members  of  the  Board,  that  at  an  early  day  a special  meeting 
should  be  called  for  the  purpose  of  considering  this  important  sub- 
ject in  all  its  aspects;  of  having  a free  and  full  interchange  of 
opinion  in  relation  to  the  matters  at  issue  in  the  Board  of  Managers 
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of  the  Pennsylvania  Rail  Road  Company ; and  also  of  indicating, 
if  practicable,  the  opinions  of  the  Board  as  to  the  future  policy  to 
he  pursued  in  this  whole  question.  This  course,  which  was  recom- 
mended by  wisdom,  and  which,  if  carried  out  in  good  faith,  would 
have  resulted  to  the  best  interests  of  the  District,  was  violated  by  a 
secret  meeting  held  at  the  house  of  a person  not  connected  with  the 
Board  of  Commissioners  of  our  District ; for  which  meeting,  secret 
circulars  had  been  issued,  and  at  which,  the  whole  arrangements  for 
the  fraud  that  was  subsequently  perpetrated  on  the  rights  of  the 
citizens  of  the  District,  was  concocted.  In  pursuance  of  the  plan 
arranged  at  the  secret  caucus,  at  a meeting  of  the  Board  of  Com- 
missioners  that  took  place  a few  days  after,  the  whole  subject  was 
brought  up  in  defiance  of  the  agreement  that  a special  meeting  had 
been  agreed  upon.  And  though  that  fact  was  stated,  and  an  ad- 
journment asked  for  the  purpose  of  allowing  time  for  the  members 
who  had  relied  on  this  understanding,  to  prepare  for  the  examina- 
tion of  this  important  question,  the  iron  rule  of  despotism  was 
applied,  and  the  resolution  passed.  Three  members  of  the  Board 
were  absent,  whom  this  unusual  and  unnecessary  haste  deprived  of 
a vote  upon  this  vitally  interesting  matter,  and  who  no  doubt  were 
misled  by  the  fact  that  they  relied  on  the  previous  arrangements 
that  had  been  agreed  upon.  No  necessity  existed  for  this  ill-timed 
and  hasty  action,  as  full  one  month  had  to  elapse  before  the  Annual 
meeting  and  election  of  the  Pennsylvania  Rail  Road  Company  took 
place,  during  which  period  abundant  opportunities  could  have  been 
had  to  carry  out  the  original  design  of  the  Board,  and  thus  meet 
the  question  of  a change  in  the  Board  of  Managers  of  this  Com- 
pany, fully,  fairly  and  honestly. 

Peeling  that  this  whole  matter  had  been  executed  in  a spirit  that 
indicated  a weakness  in  the  cause  they  espoused,  as  well  as  a want  of 
respect  to  the  people  they  represented ; they  have  since  that  time 
refused  all  opportunities  for  a reconsideration  and  examination  of 
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the  merits  of  the  controversy,  by  leaving  the  meetings  without  a 
quorum,  though  some  who  acted  in  the  course  pursued,  have  been 
within  a short  distance  of  the  place  of  meeting  at  the  time  specified 
in  the  call.  Two  meetings  have  been  regularly  called  by  serving 
the  legal  notices,  and  yet  they  have  purposely  absented  themselves, 
and  thus  baffled  and  defeated  the  will  and  wish  of  a large  majority 
of  the  people  of  the  District,  who  are  openly  and  decidedly  opposed 
to  the  course  they  have  pursued,  as  well  as  the  ticket  for  which  they 
have  been  unfairly  and  fraudulently  instructed  to  vote.  All  that 
was  claimed  by  those  who  differed  from  the  former  action  of  the 
Board  of  Commissioners,  was,  that  this  question  should  be  opened 
for  a further  examination,  so  that  the  falsehoods  that  had  been  circu- 
lated by  those  who  were  personally  interested  in  the  question,  could 
be  openly  met  and  refuted,  and  yet  so  well  assured  were  they  that 
if  this  was  done,  a different  vote  would  be  given,  that  they  skulked 
from  the  meetings,  and  thus  acknowledged  their  weakness.  From 

this  act  of  unfairness  and  deception  on  the  part  of  the  Board  of 

* .... 

Commissioners,  we  appeal  to  the  candor  and  justice  of  this  meeting, 

to  protect  the  interests  of  the  inhabitants  of  the  District  of  the 
Northern  Liberties. 

We  have  thus,  through  you,  sir,  presented  to  the  Stockholders  of 
the  Pennsylvania  Bail  Koad  Company,  a fair,  frank  statement  of 
the  action  of  the  Board  of  Commissioners  of  the  District  of  the 
Northern  Liberties,  and  it  remains  for  them  to  say  whether  such 
conduct  is  likely  to  produce  that  harmony  of  action  on  the  part  of 
the  Board  of  Managers  of  this  great  Pennsylvania  enterprise  that 
is  so  much  to  be  desired  by  its  real  friends.  In  common  with  the 
undersigned,  the  people  of  the  District  of  the  Northern  Liberties, 
who  are  to  furnish  the  material  aid  for  this  Board,  feel  that  they 
have  been  unfairly  and  dishonorably  dealt  with,  that  their  faith  and 
trust  has  been  outraged  and  abused  by  this  trick  practised  upon 
them,  and  the  consequence  will  be,  if  a remedy  be  not  applied,  a 
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falling  off  in  that  spirit  of  pride  and  confidence  which  they  have 
heretofore  cherished  towards  the  Pennsylvania  Rail  Road  Company. 

On  behalf,  then,  of  the  inhabitants  of  the  District  of  the  Nor- 
thern Liberties,  we,  the  undersigned  members  of  the  Board  of  Com- 
missioners of  that  District,  protest  against  the  right  of  E.  T.  Mott 
and  John  M.  Kennedy,  Esq’s.,  to  act  as  the  representatives  of  the 
District  at  the  Annual  Meeting  of  the  Stockholders  of  the  Pennsyl- 
vania Rail  Road  Company,  as  well  as  against  their  right  to  vote  on 
behalf  of  the  said  Corporation  at  the  election  of  Managers  for  said 
Rail  Road  Company. 

S.  D.  ANDERSON, 

J.  ALEXANDER  SIMPSON. 


